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Whose “Propaganda’™ 
Is It Safe to Believe? 


There is at least one important point upon which we 
are in wholehearted agreement with our critics in the 
railway union press. These publications urge their 
readers not to be deceived by “railroad propagandists” 
and by us in particular. We endorse the warning, and 
go our union contemporaries one better. That is to 
say, our warning to railroad employees is: Do not be 
deceived by anybody’s propaganda, including that spon- 
sored by the leaders of the railway labor organizations. 
The labor chiefs have their own row of corn to hoe, 
just as railway managements and owners have. And 
the row being hoed by the union leaders does not have 
to be the same one in which the railroad employee has 
his crop planted either. 


Not All Propaganda Is Bad 


Propaganda is as old as human speech—at least it 
goes back to the time when man became sufficiently 
civilized to try to influence his neighbors by words in- 
stead of by clouts over the head with a club. There 
is nothing evil about propaganda per se. The mother 
coaxing her babe to eat his cereal is a propagandist. 
So is the crusader for child health. So is every pastor 
in his pulpit, and so were the holy saints themselves. 
On the other hand, the politician who waves the bloody 
shirt is also a propagandist, seeking to attract votes, 
not by discussing real issues, but by persuading his 
audience to avenge a fancied injury done to their grand- 
parents. 

All of which is to say that the railroad employee 
and every other individual is beset by propaganda al- 
most from the time of his birth until he leaves this vale 
of tears. The true friend of the citizen who is the 
target for all this propaganda will not keep screaming 
at him: “Believe my propaganda without question, and 
put down everybody who disagrees with me as a selfish 
liar.” Instead, he will try to make available to the 
citizen as much disinterested fact and opinion as he 
can, hoping that thereby the individual may himself be 


er 


able to judge the true and the false in the propaganda 
hurled at him. 


Be Critical of All Propaganda 


We wish to avoid self-righteousness in this discus- 
sion. And to do that, we admit that a publication as 
obviously interested in the welfare of the railway indus- 
try (or in any other cause for that matter) as we are 
cannot be accepted as a disinterested witness for the 
public interest unless. such acceptance is earned. That 
is to say, a paper such as ours might conceivably place 
the interest of railway managements and owners ahead 
of that of the public welfare. Whether we do so or 
not can be determined only by comparing our policies 
and opinions with those of competent persons who ob- 
viously have no connection with the railroads. Sim- 
ilarly, railway managements in their “propaganda” 
might, at least conceivably, seek their own selfish ends 
ahead of those of labor and the general public. Con- 
sequently, therefore, the paper “Labor” and the railway 
union magazines are wise counselors to railway em- 
ployees when they warn them to be wary of 
propagandists.” 

But does this shoe fit anybody else? It certainly 
does. It fits the propagandists for the official policies 
and opinions of the labor unions just as much as it 
does the policies and opinions which are called “rail- 
road propaganda.” Because the interests of the men 
who make their living from organized labor are not the 
same interests as those of the men who pay the dues. 
A moment of reflection will prove this to any man’s 
satisfaction. From 1929 to 1937 the total number of 
railway employees declined from 1,660,850 to 1,115,077, 
or 33 per cent, and the total compensation paid to rail- 
way employees declined from $2,896,566,351 to $1,985,- 
323,363, or 31 per cent. In 1938 both unemployment 
and total compensation will be far lower even than they 
were last year. But we have not heard of any union 
officials losing their jobs, and, if their pay has been cut 
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any, the fact has been kept mighty quiet. Clearly, 
therefore, it is possible for the leaders of organized 
labor to prosper, when the members of their unions are 
suffering the greatest loss of employment in history. 
Not much identity of interest between labor bosses and 
union members there, is there? 


Leaders Ride High While Members Are Unemployed 


Furthermore, it is an undeniable fact that labor union 
policies of high wage rates and “make work”’ restric- 
tions are more widely applied today than at any time 
in history, and the labor union chiefs enjoy more power 
and prestige than they ever had before. Victory for 
the ideas of the labor leaders exactly parallels the 
period of greatest unemployment of labor union mem- 
bers. In other words, it is not only possible, but is 
observably true, that the union leaders are sitting pret- 
tier than they ever sat before at a time when almost 
half of their loyal followers are parking on the grass 
for lack of anything more profitable to occupy their 
time. 

Unless railroad employees are beginning to have a 
strong suspicion, therefore, that the policies which 
boost their labor leaders are not necessarily the same 
policies which would promote the welfare of the em- 
ployees, they must be rather stupid. And they are not 
stupid. So while they are turning a properly critical 
eye on the statements of railroad propagandists, they 
might just as well look a little leery at the demands 
and exhortations of their own leaders. If they do this 
with sufficient diligence and intelligence, we predict 
that the next few years—perhaps even the next few 
months—will see some big changes in the policies the 
railway unions stand for. 


How Distinguish the True from the False? 


How can the employee who is being exposed to 
propaganda from all sides determine which group will 
really reward him for his support, and which one will 
take him for a sleigh ride? There is one unfailing test. 
That is, to seek the counsel of experts in the field about 
which the propaganda is being circulated, but experts 
who have no ax to grind in the outcome. Suppose a 
man wants to go to the movies. He looks at the movie 
advertisements and every show billed is the most “stu- 
pendous” and “colossal” and “gripping” film ever made. 
So he turns to see what the paper’s movie critic says. 
The critic knows the movies, but at the same time he 
is utterly indifferent as to which movie palace gets the 
customer’s quarter, or whether the customer goes to 
the movies at all or not. The critic gives the facts 
about the merits or demerits of the rival entertainments, 
and the customer can make an intelligent decision be- 
tween them—getting the most he can for his quarter. 

It is exactly the same way with the arguments now 
going on between high-wage and short-hour advocates 
and their opponents. The hearer of their conflicting 
propaganda does not have to choose blindly between 
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them. He can consult the disinterested economists w] 

are not in the pay of either faction—men whose prv- 
fessional standing depends not only upon their learn- 
ing, but upon their refusal to take sides in a contr»- 
versy out of prejudice or financial interest. Such 
men will not gain a nickel in money or prestige if the 
citizen follows their advice in favor of one side in the 
controversy. They are in the same position to heip 
the public to avoid deception by propaganda about 
business, as the movie critic is to save the people from 
confusion when they read the movie advertisements. 


The Testimony of Disinterested Experts 


Well, what do these impartial experts about business 
conditions say about the truth or falsehood of the high- 
wage, short-hour and other New Deal and labor union 
policies on the one hand, and the contentions of their 
opponents on the other? Do high hourly wage rates 
“maintain purchasing power” and hence promote pros- 
perity, as the New Deal politicians and the labor union 
leaders claim; or do they merely give a few men ex- 
traordinarily high pay at the expense of unemployment 
and misery to millions? 

We think we know what the answer of most such 
impartial experts would be to these questions—because 
we have read the writings of so many of them. Just 
for example, we have before us a [ittle pamphlet which 
contains an informal discussion of “Purchasing Power 
and Prosperity” broadcast on the radio a few weeks ago 
in the University of Chicago Round Table program. 
The participants were Professor Hansen of Harvard and 
Associate Professor Gideonse and Assistant Professor 
Jacoby of Chicago. We reproduce herewith a few sen- 
tences from their conversation : 


Mr. Hansen: Isn’t it true that a great many people con- 
fuse wage rates with purchasing power? 

Mr. GimpeoNSE: That seems to be a very common confusion 
in American politics. 

Mr. Jacospy: Yes, for example, there was the statement 
by the Federal Works Administrator, Mr. Harry Hopkins, 
that the abiding policy of this Administration had been to 
fortify purchasing power. 

Mr. GIpEONSE: Yes, and what they usually mean by pur- 
chasing power is to increase wage rates or to keep wage rates 
where they are. They never make clear the distinction be- 
tween wage rates and total wage payments. The President, 
for instance, said in Fort Worth, “You need more industries 
in Texas but I know you realize the importance of not trying 
to get industries by the route of cheap labor for industrial 
workers. Cheap wages mean low buying power, and low buy- 
ing power means low standards of living.” You notice that the 
distinction is not made there at all... . 

Mr. Gipeonse: A real increase in purchasing power means 
a rise in income relative to unit costs. But most people—in- 
cluding the politicians when they make these speeches—think 
that an increase in purchasing power is obtained by an increase 
in wage rates. But this is really an increase in costs, and in- 
creasing costs is certainly not increasing purchasing power. 

Mr. Hansen: I think the all-important thing is to dis- 
tinguish between costs and income. It seems to me that one of 
the great mistakes of this Administration has been to pursue 
certain policies that tend to increase costs, thinking there)y 
they would increase purchasing power. . 

Mr. Jacosy: Of course, it seems to me that the statements 
of some of our labor union leaders are misguided. They look 
upon it as unpatriotic to reduce wage rates, but not unpatriotic 
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or undesirable for a manufacturer to make wholesale dis- 
missals. 

Mr. GIDEONSE: Yes, you have there the same confusion. 
The average trade union leader seems to think more of the 
income of that small group that is still employed than he does 
of that part of his membership that is unemployed. After all, 
if he thought of that group as well as of the others, he might 
occasionally see that a reduction in wage rates might actually 
mean a greater measure of employment... . 

Mr. HANSEN: Very clearly the higher wage rates which 
we achieved in late 1936 and early 1937 did not result in an 
increase in the national income. We have experienced a fall 
in the national income at the very moment when we had a con- 
siderable rise in hourly wage rates... . 

Mr. JAcosy: Don’t you think we make a mistake in con- 
stantly emphasizing consumer’s expenditures and failing to 
emphasize investment expenditures ? 

Mr. Hansen: An extremely interesting chart in the Lon- 
don Economist in January of this last year showed that the 
total volume of consumption purchases by the wage-earning 
class in England did not decline at all during the depression. 
This is to be explained by the fact that, while there was a 
large amount of unemployment, the unemployed were sustained 
by unemployment insurance and by relief payments. And they 
were able to buy more than they had previously been able to 
buy, by reason of the very low food prices. 

Why, then, the depression? Why the fall of total national 
income and total purchasing power? The answer is that in- 
vestment expenditures seriously declined. Employers were no 
longer buying machinery and building plants. 

Mr. GIDEONSE: That is very much to the point, Hansen, 
particularly because of American public policy. We seem to 
treat the whole problem of depression as a problem of a de- 
ficiency in consumption expenditures. 

Mr. Hansen: As a matter of fact, Gideonse, very fre- 
quently we have had in the past decided recoveries and great 
increases in the national income and in total purchasing power, 
without any increase in consumption expenditures. The ex- 
planation is that technical progress opened up the development 
of important new industries. Inventories made it necessary 
to install machinery and a large volume of investment ex- 
penditures resulted in the pouring out of more money to wage 
earners. Then there followed as a result an increase in con- 
sumption expenditures. . 


Now Whose Propaganda is Misleading? 


Well there is your impartial, no-ax-to-grind, expert 
opinion as to whether the “railroad propaganda” you 
read in Railway Age is against the prosperity of the 
American working man. Anybody can get the pam- 
phlet containing the entire discussion of the three pro- 
fessors by sending a dime to the University of Chicago 
Round Table. These learned gentlemen draw exactly 
the same important distinction between wage rates and 
actual earnings of labor that we have constantly made 
in these pages. They point out that labor union leaders 
have disregarded unemployment, devoting all their en- 
ergies to maintaining high wage rates for the relatively 
few men left at work, exactly as we have insisted over 
and over again. They urge too, as we have done, that 
a return to prosperity must come from an increase in 
capital expenditures ; that the maintenance of consuming 
power will not bring recovery. 

If the persons who impute self-seeking propaganda 
to us and a desire to deceive the working man can 
present as distinguished and disinterested witnesses to 
support their own maverick notions of the causes and 
cures for depressions as we have, they are cordially 
invited to do so. 

This is not by any means the first time that a cut- 
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purse has attempted to make his get-away by hollering 
“Stop thief!” at an innocent passer-by. We will stand 
for a frisk in a search for misleading propaganda any 
day in the week, provided that our accusers are sub- 
jected to the same scrutiny. 


What Freight 
Loadings Show 


As railway freight loadings indicate better than any 
other single measure the changes that occur in the 
country’s total volume of production, construction and 
commerce, the statistics in the accompanying table show- 
ing the percentages by which the average number of 
cars loaded weekly in the first thirty-three weeks of 
1938 was smaller or larger than in corresponding 





Per Cent Increase or Decrease Average Weekly Railway Freight 
Car Loadings First 33 Weeks of 1938 Compared With Years of 
Prosperity and Depression 


1925-1929 

Average 1930 1932 1933 1936 1937 
VORUOEY nccccccice -—Oe4 —32.6 - 0.5 +17.3 — 4.1 -—16.9 
February ........ —41.7 -38.5. —-— 3.9 + 9.4 —12.4 —22.0 
ee ee -42.0 —37.0 - 2.2 +19.8 -10.8 26.3 
TNO. idisiesierazess te —44.7 -41.2 - 4.5 + 5.0 -15.6 27.9 
WE giciniesWintieatel ene —46.5 —41.5 + 4.7 + 2.0 —19.2 -29.5 
TIE a cicdietarcleters .. 745.3 -40.4 +10.4 — 5.0 —20.2 —26.7 
TEN, swine Set neti —43.5 -36.1 +17.6 — 9.0 —19.6 -24.0 
AUR  ccdosece —4468 —35.5 +16.0 — 6.5 —19.9 -22.9 
Cumulative Total... -—43.4 —38.1 + 4.0 + 3.0 -15.5 —24.9 


* Three week’s average. 





periods in the prosperous years 1925-1929, inclusive, 
and in some of the subsequent years of the depression, 
should be interesting to those wishing to know the 
extent of the fluctuations in general business that have 
occurred and when they occurred. 

The figures in the first column under “1925-1929” 
show that in comparison with these prosperous years 
average weekly loadings declined more than seasonally 
during the first five months of 1938 until in May they 
were 46.5 per cent less than in May, 1925-1929, in- 
clusive. They then increased more than seasonally until 
in July they were only 43.5 per cent less than in 1925- 
1929. In the first three weeks of August they were 44 
per cent less—not relatively as large as in July, but 
still relatively larger than in April, May or June. In 
the entire thirty-three weeks they averaged 43.4 per 
cent less than in 1925-1929. 

Their decline in 1938 compared with 1937 accelerated 
from 16.9 per cent in January to 29.5 per cent in May. 
In the first three weeks of August they were only 22.9 
per cent less than in 1937.. Their decline as compared 
with 1936 accelerated until June, since when there 
has been relatively some improvement. 

The comparisons with 1932 and 1933 are quite inter- 
esting. They show that in the first four months of 
1938 loadings were less than in 1932, but that they 
have since been larger. On the other hand, in the first 
five months of 1938 they were larger than in, 1933, while 
since then they have been smaller. These differences 
are principally due to the fact that in 1932 traffic con- 
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tinued declining rapidly until almost the end of August, 
while in 1933 after the banks were reopened in March 
they increased rapidly until in July, 1933, they were 
28 per cent larger than in July, 1932. 

The figures reflect terrific changes and unprecedented 
fluctuations in the total volume of business done in the 
United States within the last fourteen years. Never 
before in all history were there such great changes in 
railway freight business. Never before in all history 
was railway freight still about 44 per cent less almost 
nine years after a depression began than before it began. 
In fact, nine years after the beginning of the depressions 
in 1873 and 1893 the railways were handling a freight 
business 50 per cent or more larger than they had 
ever handled before. 

The figures indicate the prevailing trend of traffic 
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has been upward since May, but some of the gain be- 
tween the middle of May and the middle of July has 
been lost, and it cannot be said that during the entire 
period from the middle of May to the end of August the 
upward trend has been sufficiently strong to forecast 
a very marked improvement in business this fall. 

However, it was late in August, 1932, that the 
“Hoover” depression reached bottom. Allowing for 
seasonal changes, the increase in freight loadings be- 
tween August and December, 1932, was 16 per cent. 
Two of the most marked improvements in business re- 
cently occurring have been increases in residential con- 
struction and in steel production. It seems not im- 
probable, therefore, that the upward trend of freight 
loadings will within the next few weeks become stronger 
and more definite. 





America has not today, and never has had, a national 
transportation policy. Public authority, with all the talk 
about the wisdom of national planning for others, has 
never even made a beginning of a scientific study of the 
whole problem of transportation. 

And, therefore, there are several results. One is that 
our transportation plant as a whole has been so tremend- 
ously overbuilt that there never was a time in the history 
of this country when there was enough business, freight 
and passenger, to pay the total cost of operating the total 
transportation plant of today. The result is that some 
go down; some live solely or partially by government 
subsidy. 

Another factor is that public authority has forgotten 
the fundamental principles of our government. They 
have forgotten the fundamental principles of any demo- 
cratic system of government. “Equal rights to all and 
special privileges to none” is the very foundation of any 
democratic system. 

Yet in the transportation field, government itself, with 
its eyes open, deliberately plays favorites. To some it 
shows decided preference; against some it deliberately dis- 
criminates. 

The third factor is the deliberate failure of public 
authority to follow the fundamental principles of the 
American system of government as set out in the Con- 
stitution of these United States. Under that system, 
government was supposed, in some instances, to regulate; 
in some instances to act as umpire. But what has hap- 
pened? The government has ceased to merely regulate 
and has undertaken to manage. It has ceased to be umpire 
and has become a player. 

Those three things embrace every single detail which 
has brought on what we call the railroad problem. Well, 
how did that happen? We planned it that way. There 
isn’t any doubt on earth about it. Every sensible man 
knew 25 years ago what was going to happen to the 
American railroads, but we don’t have many sensible men. 
Some of us have been preaching up and down the country 
what was going to happen, and it has happened. And 
now I am telling you that what has happened to us is 
going to happen to you, unless something stops it mighty 
quickly, and I haven’t much sympathy for a lot of you 
because you planned it that way. * * * 

What are the lessons for you gentlemen to learn? There 
are two major ones: First, you cannot expect that in a 
government such as we have, that the politicians are go- 
ing to invade the field of management of railroads and 
not sooner or later invade the field of management of 
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every business in the country—banks, manufacturing con- 
cerns, industries of every kind and character. The gov- 
ernment is going to act as manager of none or manager 
of all, and those of you who have been willing to sponsor 
legislation putting the government into the management 
of the railroads are simply forging the chains which will 
shortly shackle you as we have long been shackled. 

The other great lesson which I hope you will learn is 
that government cannot single out a particular industry 
for special treatment and stop there. The politicians are 
not willing that that shall be done. 

And let me divert a moment to say that the fundamen- 
tal issue in America today is the same issue which has 
always existed and always will. It is the fight between 
the people and the officeholding class. It doesn’t make any 
difference whether that class be headed by a prince of 
the house of Bourbon or Tudor, a Fuehrer or an Il Duce 
or a President, the natural enemy of a free loving people 
is the officeholding class. It has always been so. It always 
will. And by our foolishness, we have given them the 
power to forge the chains that are tying us all hand and 
foot, and making us puppets of the bureaucrats and office- 
holders in Washington. 

Well now, what can we do about it? We talk about 
the railroad problem and the wise men shake their heads 
and say, “What can we do about it?”’. Why, it is the 
simplest thing on earth. 

First, simply follow what the Constitution of the United 
States lays down as the principle of our government. 
Second, literally, actually and honestly follow in every 
public word and act the basic principles of democracy 
epitomized by old Thomas Jefferson in the phrase, “Equal 
rights to all and special privileges to none.” 

You do those two things and there is not a detail in- 
volved in the railroad problem that isn’t solved immediately 
—not a single one. Take the long and short haul clause, 
for example, an abnormality under existing conditions, 
to use the only word I can, when there are ladies present, 
to accurately describe it. If it be sound as to railroads 
it is sound as to every form of public carriage, and all we 
ask is that the same regulation in that detail which ap- 
plies to us apply to our competitors, or take it off all 
of us. 

That is reasonable, isn’t it? It is sensible, and it is 
what the Constitution of the United States supposedly 
guarantees us. But we have been betrayed by the men 
who took the oath of office to defend the Constitution 
against public and domestic enemies, and our greatest 
enemies are within our own gates. 
































How the Glass Blocks Look From the Interior of the Enginehouse at Columbus 


Experiments with Glass Blocks 
in Enginehouses 


Pennsylvania makes installations at two points for purpose of 
studying maintenance economies and light transmission 


WO experimental installations of glass blocks in 
T the exterior walls of enginehouses have been 

made by the Pennsylvania, one at its Spruce Street 
enginehouse at Columbus, Ohio, and the other in the 
roundhouse at Logansport, Ind. In both installations 
the glass blocks replace conventional steel sash with 
panes glazed with single-strength glass, and one purpose 
of the installations is to determine the extent of the 
economies in maintenance “that will accrue as compared 
with the conventional sash in which the replacement of 
broken panes is a large factor. Observations are also 
being made of the quality of illumination afforded by 
the glass blocks. 

The glass blocks that were used in both installations 
are of the Insulux type manufactured by the Owens- 
Illinois Glass Company, and are designated as No. 207. 
They are each 3% in. by 534 in. by 53% in. in size, and 
are so laid up that the small dimension is perpendicular 
to the plane of the wall. 

The exterior faces of the blocks are smooth but, as a 
means of securing transmission of the maximum amount 
of light, the interior faces of the exposed sides of each 
block are provided with %-in. vertical convex ribs. 
— blocks are said to transmit 86.5 per cent of incident 
ight. 

At Columbus, the glazing in the wall of the engine- 


house at 3 of the 32 stalls was replaced with the glass 


blocks. In this structure the glass-enclosed area of the 
external wall at each bay is divided into two parts by a 
horizontal plate girder located about midway of the 


height of the wall, which spans between the brick pilas- 
ters that separate adjoining bays and is itself faced 
with brick. The lower portion of this area is 30 ft. 
6 in. wide and 14 ft. 34 in. high, while the upper portion 
is 30 ft. 6 in. wide by 12 ft. 636 in. high. The curtain 
walls are also of brick construction while the lintel above 
the upper area of glass is of concrete and is topped by a 
concrete coping. In both glazed areas in each bay five 
mullions are provided which consist of vertical H sections 
spaced about five feet apart. Originally all sash were 


fixed except a double row of panes at the bottom of 
the lower glazed area and at the top of the upper area, 
which were mounted in swing sash. 

In replacing the steel sash with glass blocks no major 
changes were required in the wall construction of the 
enginehouse ; the old sash were simply removed and the 
space refilled with the blocks, the H sections being left 
in place to serve as mullions for the blocks. To provide 
for ventilation, four swing sash were installed in each 


bay, two just above the curtain wall and two just below 
the lintel of the upper area. There are six panels of 
glass blocks in each section, requiring 660 sq. ft. of blocks 
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for each stall or a total of 1,980 sq. ft. for the three 
stalls. 

The glass blocks are laid up in a mortar binder. Along 
the vertical sides of each opening filled by the glass blocks 
they are restrained against lateral movement by means of 
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Left—Typical Section at the Lintels in Both Installations. Right— 
Section at the Side Walls in the Columbus Installation, Showing 
How the 5-in. Channel Is Used to Effect the Closure 


a 5-in. structural channel arranged vertically, with the 
web flush against the edge of the wall, and anchored to 
the masonry by means of expansion bolts. The vertical 
cétrse of blocks next to the wall extends between the 
legs of the channel to within 1 in. of the masonry wall, 
this space serving as an expansion joint. These joints 
are packed loosely with oakum, with the openings between 
the sides of the blocks and the legs of the channel being 
packed tightly with oakum and closed with calking com- 
pound. 

At the H-sections the width between the flanges was 
not sufficient to accommodate the blocks, but by riveting 
steel plates 8 in. wide to the flanges of each section, 
an opening somewhat greater than the thickness of the 
blocks was obtained. On both sides of each H section, 
the blocks extend a short distance into these openings 
and the remainder of the space between the plates and 
between the flanges of the H-sections was filled with 
glass wool. To make the closure between the glass 
blocks and the plates weather-tight, the spaces between 
the edges of the plates and the blocks were filled with 
calking. To give the wall lateral stiffness against wind 
pressure, wall ties, consisting of 20-gage galvanized iron 
strips, 134 in. wide, which are punched with 1-in. round 
holes on 6-in. centers, were placed in each fourth hori- 
zontal joint. At the H-sections the ends of these ties 
were bent at right angles and bolted to the webs of the 
sections. 

At the lintels of both the upper and lower sections 
of blocks, lateral support is provided by two angles 
which are fastened to the lintel in such a manner that 
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Left—Section Through an Intermediate 5-in. Channel at Logansport. 
Right—Section Showing the Juncture of the Glass Blocks With the 
Side Walls at Logansport 


the space between their vertical legs is slightly more 
than sufficient to accommodate the thickness of the 
blocks. At these places, the blocks were laid up in such 
a manner as to provide sufficient space between the 
upper courses and the lintels to allow for expansion of 
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the wall or deflection of the lintels, the object being io 
prevent any load from being applied to the glass blocks, 
The space above the upper course of glass blocks was 
filled with loosely packed oakum and those between tiie 
angles and the faces of the blocks were packed tightly 
with oakum and calked. 

Each of the swing sash in the Columbus installation 
is about three feet high and extends between adjacent 
H-sections. They are constructed of preframed creosoted 
wood and are glazed with single-strength glass. Since 


‘it was not known whether putty would adhere to the 


treated wood, the glass in the swing sash is held in 
place by treated nailing strips fastened with non-cor- 
rosive nails. 

At Logansport, the glass blocks were installed in the 
same general manner as at Columbus, although the 
method of effecting closures with adjacent masonry walls 
and with intermediate vertical members was somewhat 
different. At this point the area at each stall that was 


filled with the blocks is 18 ft. long and 12 ft. high, re- 
quiring about 185 sq. ft. of blocks, or a total of about 
370 sq. ft. for the two stalls that were fitted with the 
At each stall, two swing sash were installed 


blocks. 





The Glass Blocks Were Installed to Replace the Steel Sash in Three 
of the Stalls at the Spruce Street Enginehouse at Columbus 


which are of the same type and about the same size as 
those used at Columbus. These were placed directly in 
line vertically, one just above the curtain wall and the 
other directly below the lintel. To serve as a frame for 
them, and also to provide lateral reinforcement for the 
wall, two 5-in. channels were placed vertically in the 
opening about 5 ft. apart. Thus, there are three panels 
of glass blocks, two 13 courses wide and 24 courses 
high, and the third (in the middle) 10 courses by 12 
courses. 

In this installation the blocks were brought to within 
a minimum distance of % in. of the side walls and are 
supported laterally at these junctures only by the wall 
tie in each fourth horizontal joint, which is fastened 
to the masonry by means of expansion belts. At the 

(Continued on page 346) 


























Pitting and Corrosion in Loco- 
motive Boilers’ 


Cause of and remedy for boiler corrosion, with special reference 
to the status of embrittlement investigation, 


is reported by A.R.E. A. 


used in the boilers of locomotives on American rail- 
roads is an important factor in controlling economical 
operation, not only through its effect on the condition of 
the power, on boiler repairs and on fuel consumption, 
but also because such conditions directly affect train 
operation and the movement of traffic. . 
The committees of the various railroad associations, 
particularly those of the Engineering and Mechanical 
divisions of the A. A. R., have done much to improve 
boiler-water conditions, and the results are apparent on 
the railroads which have put their recommendations into 
effect. Scale accumulation and leaking troubles, which 
formerly occurred to such an extent as to interfere 
directly with train operation, have been largely elim- 
inated by proper chemical treatment of water, and cor- 
rosion in boilers has been materially reduced. 


|: IS generally recognized that the quality of water 


Cracking of Boiler Shells 


During the past twenty years, with the use of larger 
engines, increased boiler pressure, longer engine runs 
and greater utilization of motive power, one type of 
defect which has developed on occasional engines in 
various localities is cracking in the boiler shells, these 
cracks starting from the rivet holes in the stressed metal 
either in the boiler-shell laps or butt straps, and in some 
cases extending over considerable areas along the seams. 

Such cracks not only cause an unsafe condition if 
they are not located and repaired promptly, but also 
result in considerable increased expense for repairs, since 
heavy patches or new shell courses are frequently nec- 
essary. While accurate figures as to the damage caused 
by such defects are not available, a conservative esti- 
mate indicates resulting losses for the country as a whole 
in excess of $500,000 a year ; however, this figure would 
be increased greatly in case of any serious accident. 

This type of cracking has been very difficult to ex- 
plain. It has occurred in occasional engines operating 
in a territory where the water quality is rated as rela- 
tively good as well as in regions where the quality is 
recognized as bad. Because this action has not been at 
all consistent with respect to locality and water condi- 
tions, the solving of the problem has been delayed, and 
the question of design and workmanship as well as the 
quality of the boiler material appeared to be closely 
involved. 

Similar experience with the boilers of stationary power 
plants was noted at about the same time, or possibly a 
little earlier. Studies at the University of Illinois En- 


. Abstract of the report “Cause of and Remedy for Pitting and Corro- 
Sior: of Locomotive Boiler Tubes and Sheets, with Special Reference to 
Status of Embrittlement Investigation,” by Subcommittee 3, A. R. E. A. 
Cor mittee XIII-Water Service, Fire Protection and Sanitation, R. F. 
or chlan, chairman. The renort was published in Bulletin 404, A. R. E. 
A., June-July, 1938, pages 73-96. 


gineering Experiment Station, reported in Bulletins Nos. 
94, 155, 177 and 216, and financed by boiler manufac- 
turers and later by utility companies, have indicated that 
such cracking was either caused or accelerated by an 
unsatisfactory quality of the water and was due principally 
to sodium-hydroxide concentration in the boiler water. 
These experiments as well as case histories which were 
investigated indicated that such cracking, when caused 
by concentrated caustic soda, could be prevented by car- 
rying definite ratios of sodium sulphate in the water. 
On the basis of these reports, the American Society of 
Mechanical Engineers amended its boiler code in 1926 to 
include a recommendation for carrying arbitrary ratios 
of sodium sulphate to sodium hydroxide in boiler waters 
for various pressures. 

The results obtained in the operation of locomotive 
boilers have indicated that this A. S. M. E. recommended 
ratio is not applicable, and has further raised the ques- 
tion as to its correctness for any type of high-pressure 
boiler. Meanwhile, cracked locomotive boilers contin- 
ued to be reported in cases where the quality of the 
water used met the A. S. M. E. code, and was otherwise 
deemed satisfactory. 


Study Inaugurated in 1923 


In 1923, a group of engineers and chemists interested 
in the treatment of boiler feedwater inaugurated a study 
to improve methods of treatment for the purpose of 
effecting greater economy in power-plant operation and 
in steam railroad service. This movement was spon- 
sored officially by the American Boiler Manufacturers 
Association, the American Railway Engineering Asso- 
ciation, the American Society of Mechanical Engineers, 
the American Society for Testing Materials, the Ameri- 
can Water Works Association, the Edison Electric In- 
stitute and the United States Navy. 

In 1932 this group organized a subcommittee under 
the chairmanship of J. H. Walker, engineering assistant 
to the general manager of the Detroit Edison Company, 
Detroit, Mich., which inaugurated a research investiga- 
tion for the purpose of obtaining more definite and 
fundamental information on this important subject. With 
contributions obtained from various industries, a research 
program was started under a co-operative agreement 
with the Bureau of Mines at its New Brunswick, N. J., 
experiment station, and was under the supervision of its 
director, Dr. E. P. Partridge, the work being carried 
out by Dr. W. C. Schroeder. As the majority of the 
committee, at that time, was strongly convinced of the 
reliability of the American Society of Mechanical Engi- 
neers code recommendation, the first steps taken were to 
determine the solubility of sodium sulphate in boiler- 
water salines at high temperature, which would permit 
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more definite control than the arbitrary figures in the 
American Society of Mechanical Engineers’ recom- 
mendation, 


Results of Investigation 


In the course of these solubility studies, the results 
of which have been reported in the scientific literature, 
it was found that chemically pure caustic soda did not 
have an embrittling action on boiler steel as originally 
reported. This led to further investigation of the actual 
embrittlement reaction and it was found that it was nec- 
essary to have silica or some related compound present 
in the caustic soda if intergranular corrosion and em- 
brittlement of the metal under stress were to be effected. 

Interest in this work increased, and further experi- 
ments developed that sodium sulphate had but a very 
limited effect in retarding the intergranular corrosion of 
stressed steel by concentrated sodium hydroxide-sodium 
silicate solutions, which was in line with the experience 
in railroad practice. The work was continued under the 
direction of Dr. W. C. Schroeder after Dr. E. P. Part- 
ridge left the service of the Bureau of Mines, and the 
study was transferred to the new building of the Bureau 
of Mines at College Park, Md., in 1937. 

The Water Service committee of the American Rail- 
way Engineering Association has kept in close touch with 
this research investigation since its inauguration. An 
article by the investigators, Dr. W. C. Schroeder, A. A. 
Berk and R. A. O’Brien, published in A. R. E. A. Bulle- 
tin No. 404, June-July, 1938, gives a brief résumé of 
the work conducted to date, which appears to have 
reached the following status as affecting railroad prac- 
tice : 

(1) The work has demonstrated conclusively that 
there is a definite possibility of intergranular corrosion 
in steel boiler plate under tension which was formerly 
incorrectly termed “caustic embrittlement,” and this can 
be caused by exposure of steel boiler plate to the pres- 
ence of excessive concentration of certain salts in boiler 
water. This fact had been seriously questioned before 
this research was started, and this uncertainty had mate- 
rially delayed studies leading to the finding of a remedy. 

(2) The work further demonstrates that caustic soda, 
which is the chemical usually maintained in boiler water 
to prevent scale and corrosion, will not cause intergranu- 
lar corrosion except at excessive concentration and not 
then unless silica or some correlated element is present. 
This will permit railroad water chemists to continue 
using the most economical means available, without ques- 
tion, for the control of incrustation and corrosion. 

(3) The work has further demonstrated that sodium 
sulphate does not afford protection against intergranular 
corrosion in locomotive boiler service, even when present 
in amounts greatly exceeding the recommended sulphate- 
alkalinity ratio of the A. S. M. E. boiler code. This 
will relieve railroad water chemists of the incentive to 
maintain this high ratio by adding sodium sulphate to 
boiler water, and will also permit a lessening of the 
foaming tendency in the boiler water by thus decreasing 
the amount of dissolved solids accordingly. 

(4) The work has further demonstrated that none 
of the common inorganic salts generally available will 
afford appreciable protection against intergranular cor- 
rosion of steel under tension. However, laboratory ex- 
periments with various organic chemicals have shown 
that definite protection can be obtained by the presence 
of a small amount of lignin compounds, which explains 
the highly satisfactory results secured on the Chicago & 
North Western from the use of such material. Tannin 
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compounds of the cutch and quebracho type will als, 
afford protection, while tannins of the oak or chestnut 
extract series do not appear as favorable. Wide scale 
tests of the possibilities of these findings are now being 
made on a number of railroads, although the experience 
on the C. & N. W. would appear to demonstrate the 
benefits of such practice. 

Difficulties have been encountered in following un 
these tests due to problems in properly proportion- 
ing the material to the water and in making a chemical 
check test for control. However, close co-operation is 
being maintained with the research workers who have 
been most helpful in checking and recommending pro- 
cedures. 

It is still necessary to develop a large amount of in- 
formation in order to insure successful prevention of 
intergranular corrosion or embrittlement and the crack- 
ing of stressed boiler steel due to water conditions. 
These research studies at the Bureau of Mines have been 
given consistent able attention and are characteristic of 
the highest type of fundamental research work, and the 
personnel in charge is particularly competent and ad- 
mirably qualified for this type of work. The informa- 
tion developed to date is of fundamental importance. 
The successful application remains to be generally proved 
and accepted in practice. 

To date, various industries and casualty insurance 
companies throughout the country have contributed ap- 
proximately $30,000 and the Association of American 
Railroads has supplied an additional $15,000 for carry- 
ing out this co-operative research investigation at the 
Bureau of Mines. 

The Water Service Committee has recommended that 
an additional appropriation be made by the Association 
of American Railroads to assist in continuing the in- 
vestigation for one more year. It is hoped that it will 
be possible to continue this investigation in order to se- 
cure the co-operation of this trained force in helping to 
overcome completely the considerable trouble and ex- 
pense as well as the hazards that result from embrittle- 
ment and cracking of stressed boiler steel due to inter- 
granular corrosion. 


Experiments with Glass 


Blocks in Enginehouses 
(Continued from page 344) 


vertical 5-in. channels, the edge course of glass blocks 
in each of the outside panels extends between the legs 
of the channel to within a minimum of % in. of the 
web, and these joints are treated in the same manner as 
at Columbus. 

In the center panel the usual expansion joints were 
provided between the edge courses of blocks and the webs 
of the channels, and were simply filled with oakum and 
calked. But at the top of the center panel, a 5-in. hori- 
zontal channel, with the legs pointing downward, was 
installed to serve as a sill for the swing sash, and here 
the top course of blocks extends between the legs of the 
channel and the openings are packed and calked in the 
usual manner. At the bottom of the center panel, the 
lower course of blocks bears on the longer leg of a 5-in. 
by 3-in. angle that forms the lintel for the lower swing 
sash. This joint has a mortar binder and is closed on 


the exterior of the wall with calking. The closure at 
the lintels in the Logansport installation is made in the 
same manner as at Columbus. 
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Co-Ordination in 


Northern Maine 


OR many years, the Bangor & Aroostook has served 
r as the transportation agency for northern Maine. 

Accordingly, when the demand for reliable, safe 
bus service arose in that territory, the railway organized 
a wholly-owned subsidiary, the Bangor & Aroostook 
Transportation Company, to supply the need. 

This bus service, however, differs from the usual oper- 
ations of this character in that its routes change com- 
pletely with the changing seasons. The severe winters 
in Aroostook county cause a demand for local bus service 
from December to May. As soon as the weather im- 
proves, however, this demand ceases and the local people 
use their own cars instead of buses. This falling off in 
local traffic coincides with the *beginning of the tourist 
season, and the B. & A. T. Company has adjusted its 
operations to meet these seasonal demands. 

The bus subsidiary began operations on November 23, 
1936, with several local routes, as shown on the accom- 
panying map, between Limestone, Fort Fairfield, Presque 
Isle, Caribou and Houlton, a total of 311 route miles. 
This local service was continued until May 3, 1937, when 
through bus service, intended largely for tourist travel, 
was substituted. This consisted of through service be- 
tween Caribou and Bangor, where connections were 
made with Maine Central Transportation Company buses 
for Portland and Boston. This operation consisted of 
403 route miles per day and continued until December 13, 
1937, when local service was again inaugurated. 

During the 1937-38 winter season, the demand for 
local service increased to such an extent that 107 more 
route miles daily were added, making a total of 418 
route miles per day. On April 24, this year, local serv- 
ice was again discontinued for the summer months and 
through service established. This year the through run 
has been extended to Fort Kent, on the Canadian border, 
one round trip being made daily in each direction be- 
tween Fort Kent and Bangor, a distance of 279 miles 
one way. 

The bus and rail schedules of the Bangor & Aroostook 
are co-ordinated so that the passenger may use either 
medium of transportation that suits his convenience, or, 
if he so desires, he may use both, as rail and bus tickets 
are interchangeable between all points. The equipment 
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The B. & A. Offers the Traveler a Choice of Train, Bus or Canoe 


used in protecting these schedules at present consists of 
two 33-passenger and one 21-passenger Yellow Coaches 
and an 11-passenger Chevrolet sedan. 

The Bangor & Aroostook also supplies its patrons with 
another unique co-ordinated service in the form of canoe- 
rail trips. Under this arrangement, the passenger may 
go by canoe one way and rail or bus the other, with a 
choice of many routes, as shown on the accompanying 
map, the canoe trips ranging from 99 to 231 miles. 
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The New Interlocking Machine Is of the Miniature-Lever Type 


Interlocking Three Miles Long on 
the Burlington 


Train delays reduced at subdivision point by new second track 
and miniature-lever type interlocking 


By W. F. Zane 


Signal Engineer, Chicago, Burlington & Quincy, Chicago 


S a means of reducing delays to through trains 
A while picking up or setting out cars, servicing 

locomotives and changing crews, the Burlington 
has recently extended second track through Hastings, 
Neb., and has installed a new signaling arrangement and 
an interlocking three miles long which is controlled by 
a miniature-lever type machine with code-type control 
circuits. Hastings is located on the Chicago-Denver 
main line, 152 miles west of Omaha, Neb. In addition 
to being a subdivision point where main-line trains are 
inspected and crews of both passenger and freight trains 
are changed, Hastings is also a junction point with two 
important branch lines which feed considerable business 
to the main line. 


—— 





10, 550' 


The previous track layout at Hastings consisted of 
a single-track main line running approximately east 
and west. Near the east end of the terminal, this main 
line and a siding of the Burlington crossed two main 
tracks of the Union Pacific line between Grand Island, 
Neb., and St. Joseph, Mo. A mechanical interlocking 
plant protected this crossing, and also controlled the 
main-line switch of the Burlington branch to Aurora, 
Neb., and other Burlington crossovers and switches in 
the vicinity of the crossing. This interlocking plant is 
of the mechanical type, with 46 working levers. 

Previously, the main track through Hastings was 
protected by color-light, A. P. B. automatic signals, 
being cut into several blocks to facilitate switching 
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movements between the main line and various industry 
and yard switches. The freight yards are west of the 
station building, the majority of the tracks being on the 
north side of the main line. At several street crossings, 
gates and highway crossing signals were in service. 
The traffic had developed to a point where several 
trains were due in Hastings at approximately the same 
time. In addition to two or more fast freight trains, 
the westbound Zephyr No. 1 and the westbound Aristo- 
crat No. 9 are usually in Hastings about the same time. 
Considerable time was required to service the locomotives 
and inspect the trains; also cars to and from the branch 
lines had to be picked up by eastbound freight trains or 
set out by westbound trains. The cars from the branch 
line were received on the south side of the main line, 
thus requiring switching across the main line. Freight 
trains lost so much time if they were pulled into the yard 
to have their work done that the ideal method of handling 
these trains was to hold them on the main line, service 
the locomotives at the coal chute, where both coal and 
water were available, and while so doing to have a 
switch engine switch the rear of the train. Such opera- 
tion, however, was impossible with only one main track. 


Second Track Installed 


Consequently, it was decided to construct a second 
main track through the Hastings terminal and to signal 
each track in both directions. At the east end, the 
second track starts at the junction switch for the Aurora 
line, the layout including a crossover. At the west end, 
the second track was extended past the last west yard 
switch. In order to handle the switching moves in the 
yard and the reversal of trains from one track to the 
other as conditions required, three intermediate control 
layouts were provided. 

To facilitate through movements, as well as those to 
and from the yard, the interlocking plant was extended 
to include the entire three miles of double track and to 
handle switches, crossovers and signals at both ends, as 
well as the intermediate signals and crossovers. This 
was accomplished by rearranging the existing interlock- 
ing plant to handle the units in the vicinity of the tower 
and by adding a miniature-lever type machine with code 
control for the control of the outlying switches and 
signals. The entire interlocking layout, so far as the 
Burlington is concerned, includes 6 single switches, 4 
crossovers, 29 high signals and 3 dwarfs. The new 
miniature-lever machine is located in the existing tower 
near the old mechanical machine, and the electrical con- 
trol and lock circuits of the new installation are inter- 
connected with the existing mechanical functions to ob- 
tain safe electric locking between the mechanical and the 
electrical parts of this enlarged interlocking plant. The 
double-track territory through Hastings is now operated 
entirely on signal indication, with no train orders, and 
under interlocking rules. 

Hastings is the junction point between the Lincoln and 
the McCook operating divisions. The Lincoln dispatcher 
formerly had control of trains to the Hastings yard office, 
while the McCook dispatcher formerly had control of 
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trains between that point and McCook. With the new 
installation, the operator at the tower at Hastings is under 
the jurisdiction of the Lincoln dispatcher in handling 
trains arriving from Lincoln and leaving Hastings for 
Lincoln, and he is under the jurisdiction of the McCook 
dispatcher in handling trains arriving at Hastings from 
McCook and leaving Hastings for McCook. However, 
the operator himself handles all traffic in the controlled 
territory the same as he would in any other interlocking 
plant. ; 
When this installation was made, 19 scheduled trains 
were operated daily between Lincoln and Hastings, all 
of which, except four, operated into Hastings. In addi- 





View Looking West Showing Tower at the Left 


tion to these, six local train movements and two to four 
extra trains daily were operated into Hastings and used 
the terminal facilities. Operating schedules provided that 
freight trains No. 61 and No. 62, and No. 9 the 
Aristocrat, and No. 1 the westbound Zephyr, met or 
passed at, or in the immediate vicinity of Hastings. 
Consequently, delay to any one of these trains frequently 
resulted in serious interference to movement under the 
old arrangement. 

Since the installation was placed in service, general 
traffic conditions have not been such as to develop data 
which would reflect what could be accomplished under 
an increased volume of traffic. However, there is now 
an approximate saving of from 10 to 40 min. on im- 
portant time freight trains moving through Hastings 
terminal, and the elimination of delays in switching and 
servicing trains’ has effected a direct saving of extra 
train miles between Hastings and Lincoln. Freight train 
No. 62 is serviced in approximately 15 min., No. 61 in 
approximately 25 min., No. 67 in approximately 15 
min., No. 68 in approximately 15 min., and other trains 
proportionately. This represents a saving in time of 15 
min. over the old method for freight trains No. 62, 67 

(Continued on page 351) 
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Mediation Collapses 


Arbitration proposed by Federal Board and accepted by 
railroads but refused by employees 


FFORTS of the National Mediation Board to bring 

agreement between the railways and their em- 

ployees over the proposed 15 per cent reduction 
in railroad wage rates came to an abrupt termination 
late Wednesday afternoon, when the employees refused 
to submit the question to arbitration, as proposed by the 
Mediation Board and accepted by the carriers. As a 
result, status quo will be maintained for 30 days or until 
October 1, when the carriers can place the reductions 
into effect. During this period, the mediator stated, Sec- 
tions 5 and 10 of the Railway Labor Act are available 
to either party. These sections provide that both par- 
ties can still settle the dispute between themselves or 
agree to arbitrate or permit the controversy to proceed 
until an emergency is created. If the reduction should be 
placed in effect and the employees threaten to strike, an 
emergency can then be declared by the Board of Media- 
tion, in which event the President is empowered to ap- 
point a fact-finding commission which has 30 days in 
which to make its report. During this further period 
both parties are enjoined from taking action. 

Immediately after the breakdown in mediation efforts, 
the general chairmen of the eighteen brotherhoods met 
and decided that a strike vote be taken at once. George 
M. Harrison, chairman of the Railway Labor Executives 
Association, described this action as the Brotherhoods’ 
answer to the carriers insistence on a wage cut. A. F. 
Whitney, president of the Brotherhood of Railroad 
Trainmen, also announced that a strike vote would be 
taken by the trainmen. It is estimated that about 30 
days will be required to complete the vote. 

Throughout the mediation, which was begun on 
August 11, the emplovees offered no alternate or com- 
promise suggestion. This attitude is in direct contrast 
with that which prevailed a year ago when the employees 
asked for an increase in wages and the railways, in an 
effort to bring about a settlement, offered compromise 
proposals which eventually brought about agreement. 

This breakdown of negotiations was preceded by a 
meeting of the general chairmen of the 18 brotherhoods 
comprising the Railway Labor Executives Association in 
Chicago on Monday of this week. This meeting was 
called, according to George M. Harrison, president of 
the Railway Labor Executives Association, to “inform 
the rank and file of the developments in mediation and 
determine what they want to do.” 

The announcement of the termination of mediation was 
preceded by an exchange of letters on August 30 between 
the National Mediation Board and the representatives 
of the railways and of the employees, in which the 
Mediation Board advised that “it appears that despite 
all efforts to secure an adjustment of the dispute by 
mediation, it is impossible to bring the parties to agree- 
ment. In accordance with Section 5, First, of the Rail- 
way Labor Act, therefore, the National Mediation Board 
now requests and urges that you submit the controversy 
to arbitration as provided in Section 8 of the Act.” 

In reply thereto, H. E. Enochs, chairman of the Car- 
riers Joint Conference Committee, advised that “the 
carriers are willing to submit this controversy to arbitra- 
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tion under the provisions of the Railway Labor Act.” 
A. F. Whitney replied on behalf of the Brotherhood of 
Railroad Trainmen that “the carriers’ demand for a 
downward revision of basic rates of pay and other forms 
of compensation is so incompatible with the many factors 
surrounding the case, and that the recognition which 
would be accorded such demand by even acquiescing in 
arbitration is so fraught with dangerous possibilities to 
the economic condition of the United States that the 
representatives of the employees cannot agree to submit 
the question at issue to arbitration.” Similarly, George 
M. Harrison replied for the 18 brotherhoods in a lengthy 
letter, in which the purport was that the workers are 
in no way responsible for the financial condition of the 
railroads and concluded with the statement that the 
Mediation Board’s proposal is “not accepted.” 

Following the receipt of these letters, Chairman Wil- 
liam N. Leiserson of the Mediation Board, advised both 
parties that “up to the present point all practical methods 
provided in the Railway Labor Act for adjusting dis- 
putes have been exhausted without effecting a settlement. 
You are hereby advised, therefore, that except as pro- 
vided in Paragraph Third of Section 5 and in Section 10 
of the Act, the Board’s services have this day been 
terminated under the provisions of the Railway Labor 
Act.” 

Following the receipt of this letter, Chairman H. A. 
Enochs of the Carriers Joint Conference Committee 
characterized the attitude of the employees as one of 
“continued persistent refusal to face the facts. This re- 
fusal of the employees to agree to arbitration seems to 
indicate the failure of collective bargaining in the rail- 
road industry. 

“Railroad employees have refused to take a pay cut in 
local and in national conferences held under the Railway 
Labor Act. Railroad employees have refused to take 
a pay cut in mediation proceedings conducted by the Na- 
tional Mediation Board. Railroad employees have re- 
fused to submit the question of a pay cut to an arbitra- 
tion board, although the railroads had agreed to arbitrate. 
In other words, collective bargaining in the railroad in- 
dustry is a one-way street. 

“When employees seek wage increases. the process of 
collective bargaining works perfectly. When manage- 
ment seeks a wage reduction, the process does not work 
at all. Or, to state it differently, this elevator only goes 
up, and now it is stuck at the top. 

“The facts are that a reduction in railway wages 1s 
necessary, justified and inevitable. This reduction is 
vitally necessary because of the present railroad situa- 
tion. More miles of railroad are now in bankruptcy 
than at any previous time since the first railroad was 
built in America, and the net result of railroad operation 
in the first half of this year was a loss of $180,000,000. 
Under these conditions the present burden of wages, 
which consume practically one-half of every dollar the 
railroads take in, is too great for the carriers to bear. A 
wage reduction is essential. 

“Furthermore, a reduction in railroad wages is justi- 
fied by the reductions which have occurred in living costs, 
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in national income, in earnings of workers in other in- 
dustries, in the pay of farm labor, in farm income and 
by all of the other factors which must eventually de- 
termine the level of these wages. Even in 1929 the 
weekly earnings of regularly employed railroad workers 
were higher than those received by workers in other in- 
dustries. Since then the weekly earnings of railroad 
men have increased, while the earnings of other workers 
have fallen off. In all justice, railroad wage rates can- 
not remain upon a pedestal, untouched and unaffected 
by the conditions which confront their industry, their 
fellow workers in other fields, the unemployed railroad 
men of the country, and the nation as a whole. A wage 
reduction is justified. 

“A wage reduction is bound to come—it must come— 
to further the national welfare. In the last year, almost 
a quarter of a million railroad employees have been 
thrown out of work. Their jobs have disappeared be- 
cause there has been no money with which to pay these 
men. Similarly, because of lack of money, the railroads 
in the last year have reduced by two-thirds their pur- 
chases of materials and supplies from the basic industries 
of the country—industries whose operations are vital to 
our national well-being. This sharp reduction in railroad 
buying has meant reduced output, lower payrolls and 
thousands of men laid off in these basic industries.” 


Interlocking Three Miles 


Long on the Burlington 
(Continued from page 349) 


and 68, and about 30 min. for No. 61. In addition to 
the tangible savings, the intangible benefits are apparent 
even though they cannot be capitalized. 

The miniature electric interlocking machine is similar 
in construction to a centralized traffic control machine, 
with an illuminated diagram at the top giving continuous 
indication for the entire territory controlled. This dia- 
gram is of the desk type and the lamps are illuminated 
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only when a train occupies consecutive portions of the 
territory. The machine consists of 5 switch levers to 
control 2 crossovers and 3 single switches, 1 switch lever 
for 1 electric lock, 9 signal levers for 28 signals, 5 
maintainer’s call switches, 6 power-off indication lights, 
29 track-occupancy lights (7 being for approach sec- 
tions), and 2 lights to indicate the position of automatic 
starting signals on each side of the controlled territory. 

The control system is the General Railway Signal 
Company Type-H, Class-M, Size-8, two-wire circuit 
time-code system, having a capacity of 16 control stations 
with 4 controls each, and 16 indicating stations with 1] 
indications each. Controls are transmitted from the con- 
trol office to the several field locations by means of pol- 
arized line impulses of equal duration. Indications are 
transmitted from the field location to the control office 
by means of long or short impulses and intervals. The 
circuits are so organized that controls have preference 
over indications. 


Signaling Arrangement 


In rearranging the signals, three-indication searchlight 
signals were used for all controlled signals, the old color- 
light signals being rearranged and used as three-indica- 
tion intermediate signals, and the old semaphore signals 
at the mechanical plant were changed to the searchlight 
type. The switch machines are the G. R. S. Model-5D. 

The code line circuits are carried in aerial cable. 
However, owing to the short distance controlled on 
each side of the central control station, approximately 
1% miles on each side, it,was unnecessary to use a 
specially-constructed cable, and No. 14 gage Okonite 
cable was used for the code circuits. The power supply 
is of the a-c. floating type, employing copper-disk rec- 
tifiers and Exide EMGO and DMGO types of battery. 
The 50-volt line code circuit, fed from 25 cells of B. T. M. 
type storage cells, requires 65 m. a. when not coding 
and 110 m. a. when coding. The _ interlocking 
planned and installed by signal forces of the Burlington, 
the major items of signaling equipment being furnished 
by the General Railway Signal Company. 


was 


* Ox 











Cement Hopper Car of 70-Tons Capacity, With a Light Weight of 53,800 Lb. Built for the Lehigh & New England by A. C. F. 
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Rutland Railroad 
Gets Traftic Man 


Traffic association ‘‘loans’’ 
Bohman to the road as 
“traffic-getter’’ 


The Rutland Railroad Co-operating 
Traffic Association has secured the services 
of R. F. Bohman, of Gardner, Mass., traffic 
expert of the Heywood Co., as managing 
director of the association and, by authori- 
zation of Federal Judge Harland B. Howe, 
has “loaned” him to the Rutland railroad 
to serve as its chief traffic officer. The 
association will pay Mr. Bohman’s salary 
and expenses “in order,” as L. S. Gay, of 
Cavendish, Vt., president of the associa- 
tion, has put it, “that he may have a free 
hand to recommend whatever is needed to 
keep the railroad as a going concern.” In 
announcing the appointment Mr. Gay made 
it clear that the co-operative group is not 
concerned with placing responsibility for 
the present condition of the road, but is 
interested only in “measures that can be 
taken immediately to improve service and 
obtain more revenue. .. .” 

The text of Judge Howe’s order direct- 
ing L. G. Morphy, receiver of the Rutland, 
to accept the services of Mr. Bohman, 
reads as follows: 

“To L. G. Morphy, receiver of the Rut- 
land Railroad Company : ; 

“At the request of the Rutland Railroad 
Co-operating Traffic association and at your 
solicitation, you are authorized to accept 
the services of R. F. Bohman and appoint 
him your chief traffic officer. Bohman is 
the managing director of the association, 
and it has generously offered his services 
at its expense to help the railroad—thus his 
compensation is not mentioned.” 

The State Emergency Board of Vermont 
has appropriated a $3,000 fund with which 
to employ experts to study railroad prob- 
lems of the state, with particular reference 
to the Rutland. W. B. Poland, of Wash- 
ington, D. C., who is already studying the 
Rutland by appointment of Gov. Aiken, as 
was previously announced, will probably be 
retained to continue his work. The in- 
vestigation is to be made to furnish in- 
formation for the forthcoming legislative 
session. 

Receiver Morphy recently issued an open 
letter to all employees of the Rutland 
asking for suggestions and soliciting their 
co-operation, with particular emphasis on 
opportunities for “getting business.” The 
letter reads as follows: 

“To All Employees: 

“You are earnestly invited to give me 
or the head of the department in which 
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employed, at any time, the benefit of sug- 
gestions that you may feel will effect a 
saving or result in more economical and 
efficient operation. 

“You are also urged to redouble your 
efforts to secure additional traffic, both 
freight and passenger, and will appreciate 
your submitting to me, to the traffic de- 
partment or the head of your department 
any information ‘or suggestions relative to 
new business. 

“All suggestions will be given careful 
consideration and adopted if found prac- 
ticable. 

“This critical period calls for the most 
active effort on the part of each and every 
one of us to obtain a larger share of the 
available business.” 


New York Central Forged Bonds 
Confiscated 


The New York Central has confirmed 
reports that counterfeits of its 10-year, 
3% per cent bonds, due 1946, have been in 
circulation in various parts of the country, 
particularly the west and middle west, and 
that in many cases the counterfeits have 
been presented as collateral for loans. It 
was further stated that total counterfeits 
so far discovered have a face value of 
$80,000, of which almost $50,000 has been 
confiscated, and eight or ten arrests ef- 
fected. 


“Agreed Charges” in Canada 


Two more important sections of Canada’s 
new Transport law became effective on 
September 1. One is that providing for 
“agreed charges” between the railways and 
individual shippers, and the other -estab- 
lished regulation by license of air transport. 

It is expected that the Minister of Trans- 
port, C. D. Howe, will defer extension of 
licensed control to package freight carriage 
by water between Quebec and the head of 
the Lakes until January 1, thus avoiding 
any disturbance of the rate situation for 
the present season of inland navigation. 


Miniature Railroaders Convene at 
Buffalo 


The National Model Railroad Associa- 
tion will hold its fourth annual convention 
at 1200 Niagara street, Buffalo, N. Y., on 
September 3 to 5, inclusive. Manufactur- 
ers’ displays and private layouts will be in 
operation during the convention period. 
The program includes an inspection of the 
New York Central and Lackawanna facili- 
ties at Buffalo. A banquet will be held at 
6:30 p. m., on September 4, at the Buffalo 
Catering Company banquet hall. Movies 
of model railroads and episodes from “fan” 
excursions will be shown. 


352 


Short Lines and 
A. A. R. in a Tiff 


Hood wants Dailey renamed 
on pension board—A. A. R. 
chooses Reed as successor 


Conflicting recommendations in connec- 
tion with the vacancy of railroad repre- 
sentative on the Railroad Retirement Board 
have been submitted to President Roose- 
velt by the Association of American Rail- 
roads and the American Short Line Rail- 
road Association. The executive commit- 
tee and board of directors of the former, 
at a Washington, D. C., meeting on Au- 
gust 26, voted to nominate M. Roland 
Reed, superintendent of motive power on 
the Pennsylvania’s Eastern Pennsylvania 
division ; while on the same day Short Line 
Association President J. M. Hood was 
writing to Mr. Roosevelt to report that 
137 of his organization’s 310 members fa- 
vored the reappointment of James A. 
Dailey, whose term expired on August 28. 

The Short Line Association points out 
that in this instance it speaks only for the 
137 roads which replied to its letter seek- 
ing the attitude of members with respect 
to the vacancy. In connection with the 
failure of the A. A. R. to recommend Mr. 
Dailey for reappointment it was stated at 
the Association offices that the former sec- 
retary of the New York Central’s board 
of pensions had rendered entirely satisfac- 
tory service in the administration of the 
Railroad Retirement Act. It was pointed 
out, however, that the unemployment in- 
surance law has greatly enlarged the jur- 
isdiction of the Board, bringing before it 
new questions which, the railroads feel, 
call for a man familiar with employment 
conditions and experienced in dealing with 
problems arising in connection with labor 
matters. 

The expiration of Mr. Dailey’s term on 
August 28 leaves a vacancy on the Board, 
since the Railroad Retirement Act con- 
tains no provision (such as is found in the 
Interstate Commerce Act with respect to 
vacancies on the I. C. C.) that an incum- 
bent shall continue to serve until his suc- 
cessor qualifies. The Retirement Act does 
stipulate, however, that “Vacancies in the 
Board shall not impair the powers or affect 
the duties of the Board or of the remaining 
members of the Board, of whom a ma- 
jority of those in office shall constitute a 
quorum for the transaction of business.” 
Terms of Retirement Board members will 
hereafter be five years, now that the stag- 

(Continued on page 359) 
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LC.C. Seeks State 
Truck Size Data 


Governors asked to explain 
ban on heavy vehicles and 
tell why adopted 


The Interstate Commerce Commission 
has sent to the governor of each state 
forms requesting information required in 
connection with the Ex Parte No. MC 15 
investigation of sizes and weights of mo- 
tor vehicles. As pointed out in the Rail- 
way Age of August 13 this investigation 
was instituted on November 8, 1937, for 
the stated purpose of enabling the commis- 
sion to make a report under section 225 of 
the Motor Carrier Act on the need for 
federal regulation of the sizes and weights 
of motor vehicles and combinations there- 
of, and to prescribe reasonable require- 
ments under section 204 of the act as to 
sizes.and weights insofar as they affect 
safety of operation. The governors are 
getting two forms, the first of which sets 
forth the information desired as follows: 


1, Existing limitations — maximums permitted 
under all possible conditions and combinations. 

2. Extent to which political subdivisions of 
the State may and do prescribe limitations, what 
they are, and extent to which exemptions are 
granted. 

3, If your State has had limitations of motor 
vehicle sizes and weights different from those 
now in force, trace the changes from the begin- 
ning and, so far as possible, give the reasons 
for the changes, such as increases in mileage of 
heavy-duty roads, changes in the design and load- 
ing of vehicles, needs of shippers, inability of 
roads or bridges to stand lIaqads previously al- 
lowed, etc. p 

4. If not answered fully above, give the rea- 
sons for and observed effects and discuss the 
adequacy of your existing limitations, having in 
mind such matters as highway safety, protection 
of roads and bridges, and carriers’ operating 
costs and ability to render service. 

5. Have you any comments to make regarding 
the probable trend of size and weight limitations 
in your State? 

6. Are there aspects of this problem, beyond 
those indicated above, which you would like to 
have this Commission particularly develop? If 
so, indicate what they are and give us the bene- 
fit of your ideas respecting them. 

It is suggested that copies of public 
reports may be supplied in lieu of an- 
swers, where the former furnish the de- 
sired information. “We should particu- 
larly like,” the commission adds, “to have 
copies or citations of court or commission 
decisions in which existing and earlier 
limitations have been interpreted or applied, 
of hearings, and of special technical or 
economic investigations made by any 
agency of your State, so far as they have 
a bearing on the problems faced in this 
investigation. Material of this general 
character developed by private interests 
for presentation to State agencies will also 
be welcome.” The other form is designed 
for reporting the information on existing 
limitations, which is requested under the 


first item on the foregoing list. 


Pacific Club to Meet Jointly with 
Western Safety Conference 


The Pacific Railway Club will hold its 
next meeting on September 15 at the Am- 
bassador hotel, Los Angeles, Cal. The 
topic of discussion is slated to be “How 
Railroad Accidents Are Prevented.” G. H. 
Warfel, assistant superintendent, U. P., at 
North Platte, Neb., will be the main speaker. 
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Train in River Makes Hobo 
a Hero 


When a locomotive and 12 freight 
cars of the Chicago, Rock Island & 
Pacific plunged into the Cimarron 
river near Arkalon, Kan., on August 
18, a transient, stealing a ride on 
the train, dived into the completely 
submerged locomotive cab and saved 
the life of the fireman. The acci- 
dent occurred at 3 a. m. when a 12- 
hour rain caused a torrent of water 
to rush down the normally quiet 
river and wash out 20 panels of a 
ballasted deck, timber bridge, through 
which the locomotive and cars fell. 
As the train neared the bridge the 
engineman jumped to safety, but the 
fireman was caught in the cab and 
carried under the water. When the 
transient, Eugene Simpson, who was 
making his way to California, learn- 
ed that the fireman was still in the 
cab, he jumped into the swift stream 
and dived until he found the cab, 
dragged the injured fireman out, and 
swam to shore with him. 











The Pacific Railway Club’s meeting is 
to constitute the railroad session of the 
1938 Western Safety Conference which is 
being held in Los Angeles during the week 
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7 Months N. O. I. 
Was $109,335,282 


Return of 0.84 per cent report- 
ed as compared with 2.79 
per cent in 1937 


Class I railroads in the first seven 
months of 1938 had a net railway operat- 
ing income of $109,335,282, which was at 
the annual rate of return of 0.84 per cent 
on their property investment, according to 
the Bureau of Railway Economics of the 
Association of American Railroads. In 
the first seven months of 1937, their net 
was $360,451,578 or 2.79 per cent on their 
property investment, and in the first seven 
months of 1930 it was $450,935,427 or 3.48 
per cent on property investment. July’s 
net railway operating income was $38,- 
387,209, a 1.61 per cent return, as com- 
pared with July, 1937’s $60,985,276, or 2.58 
per cent, and in July, 1930’s $81,470,731, 
a 3.55 per cent return. 

Gross for the first seven months of 1938 
totaled $1,936,049,545 compared with $2,- 
451,958,783 for the same period in 1937, 
and $3,111,900,121 for the same period in 
1930, a decrease of 21 per cent below 1937, 
and 37.8 per cent below 1930. Operating 








CLASS I RAILROADS — UNITED STATES 
Month of July 


Total operating revenues 
Total operating expenses 
Taxes 
Net railway operating income . 
Operating ratio—per cent 
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Rate of return on property investment—per cent .... 


Seven Months Ended July 31 


Total operating revenues 
Total operating expenses 
Taxes 
Net railway operating income 
Operating ratio—per cent 
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Rate of return on property investment—per cent .... 


1938 1937 1930 
ws.  $299,641,050 $365,085,700  $451,786,925 
te. 222,224,232 += 266,585,650 327,955,974 
a 28,060,809 26,390,670 30,949,817 

38,387,209 60,985,276 81,470,731 
74.16 73.02 72.59 
1.61 2.58 3.55 

1938 1937 1930 

we» $1,936,049,545 $2,451,958,783 $3,111,900,121 
ti. 1,554,186,560 — 1,825,155,423  2,378,147,109 
as 197,064,346 190,387,944 208,450,360 
we. --:109,335,282 360,451,578 450,935,427 
80.28 74.44 76.42 
0.84 2.79 3.48 








of September 12 to 17, inclusive. Since the 
Pacific coast regional safety conference of 
the A. A. R. will not be held in 1938, this 
meeting will also in a degree take the 
place of that conference. 


Would Grant Fourth-Section Relief 
on Coal in South 


Examiner C. K. Glover has _ recom- 
mended in a proposed report that the In- 
terstate Commerce Commission grant, on 
conditions, fourth-section relief for the 
establishment of rates on coal and coal 
briquettes from mining districts in Ala- 
bama, Georgia, Kentucky, Tennessee, 
southwestern Virginia and West Virginia 
to destinations in Alabama, Florida, 
Georgia, Tennessee, North Carolina, South 
Carolina and Virginia. The conditions 
are that there shall be a circuity limitation 
of 75 per cent and minimum earnings lim- 
itations in specified instances. 

The title case is Fourth Section Appli- 
cation No. 15755, Coal and Coal Briquettes 
in the South, but the proceeding also em- 
braces several other related fourth section 
applications and orders. 


expenses for the seven months amounted 
to $1,554,186,560 compared with $1,825,- 
155,423 for the same period in 1937 and 
$2,378,147,109 for the same period in 1930 
—14.8 per cent less than in the former, 
and 34.6 per cent below 1930. 

Class I roads in the first seven months 
of 1938 accrued $197,064,346 in taxes com- 
pared with $190,387,944 in the same period 
in 1937, and $208,450,360 in the same pe- 
riod in 1930. For July, tax accruals amount- 
ed to $28,060,809, an increase of $1,670,139 
or 6.3 per cent above July, 1937. Fifty- 
eight Class I roads failed to earn expenses 
and taxes in the first seven months of 1938, 
of which 23 were in the Eastern district, 
9 in the Southern district and 26 in the 
Western district. 

Gross for July amounted to $299,641,050 
compared with $365,085,700 in July, 1937, 
and $451,786,925 in July, 1930; operating 
expenses totaled $222,224,232 compared 
with $266,585,650 in the same month in 
1937, and $327,955,974 in July, 1930. 

In the Eastern district for the first seven 
months in 1938 the net railway operating 


(Continued on page 358) 
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New Dealers Want 
Farm Export Rates 


House agriculture chairman 
cites industrial tariffs, seeks 
favors for farmers 





Representative Marvin Jones, Democrat 
of Texas and chairman of the House Ag- 
ricultural Committee, has made it known 
that administration leaders have agreed to 
seek lower freight rates on farm products 
moving to American ports for export. In 
discussing the freight rate problem, Mr. 
Jones pointed out that Secretary of Agri- 
culture Wallace is given authority under 
the farm act to intervene in any freight 
rate case involving farm products or to 
initiate proceedings designed to reduce rates 
on these commodities. 

“Industry,” he continued, “has received 
reduced freight rates on exports for years, 
and there is no reason why the farmer 
should not get the same thing.” He then 
went on to declare that the freight rate 
on a plow shipped from Mcline, IIl., to 
Galveston, Tex., for export is about half 
that for a plow shipped over the same 
route for sale in Galveston. Steel shipped 
from Pittsburgh to New York City moves 
for about one-third less than that shipped 
for use in this country, according to the 
Texas lawmaker. 

“The excuse for lower freight rates,” he 
declared, “on manufactured products going 
into export is that by shipping the prod- 
ucts abroad, factories are enabled to run 
full tilt and thus to sell their products 
even at home cheaper than if they ran 
part time. I am not prepared to say that 
there is not some merit to this contention. 

“But if it is wise and just to give a 
lower freight rate on manufactured prod- 
ucts from the industrial areas to the point 
of shipment, when going into export, in 
order to dispose of the surplus, why doesn’t 
the same reasoning apply to farm products 
going into export, in order to dispose of 
the surplus of those products? What pe- 
culiar charm is there about manufactured 
products that makes it just to give them 
reduced rates, while the same reductions 
are being denied products of the farm?” 

Chairman Jones then went on to say that 
the freight rates generally prevailing in 
the Southwestern area are 79 per cent 
above the average of the freight rates 
prevailing in other sections of the coun- 
try. He thinks that this situation is “un- 
just and unfair” and observed that he had 
begun the fight against unfair rates some 
10 years ago in the House. 

“T am very much encouraged,” he con- 
cluded, “by the fact that the National 
Emergency Council's report recognizes 
this unfair freight structure and is lend- 
ing the weight of its influence toward 
bringing about a correction of these mani- 
fest discriminations. Nothing could do 
more for the building of the Southwest 
than to correct these unjust rates and give 
to the farms and factories of our section 
an even chance with other parts of the 
country.” 
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Status of RFC Rail Loans 


The financial statement of the Recon- 
struction Finance Corporation as of July 
31, 1938, shows disbursements to railroads 
(including receivers) of $583,130,739 and 
repayments of $184,826,365. 


Suspends Proposed Increase in 
C. F. A. Fertilizer Rates 


The Interstate Commerce Commission 
has suspended from September 1, until 
April 1, 1939, the operation of certain 
schedules proposing to increase the rates 
on fertilizer and fertilizer materials, in 
carloads, between points in Central Freight 
Association territory. 


Roosevelt Declines Comment 
on Southern Freight Rates 


Replying to a questioner at his press con- 
ference on August 30, President Roosevelt 
declined to comment on the possibility of 
reducing freight rates in Southern terri- 
tory except to say that several govern- 
ment agencies were studying the problem 
and that it was too early for any pre- 
diction as to what he might do or recom- 
mend to Congress. 


Would Give Trucking Certificate to 
D. & R. G. W. Affiliate 


Joint Board No. 207, composed of Wal- 
ter K. Granger of Utah, has recommended 
in a proposed report that the Interstate 
Commerce Commission grant a certificate 
to the Rio Grande Motor Way, affiliate of 
the Denver &-Rio Grande Western, for 
common carrier truck operations between 
Nephi, Utah, and Gunnison, serving cer- 
tain intermediate and off-route points over 
regular and irregular routes. 


Trainmen Ask Ban on Holiday 
Trucks in Illinois 


The Brotherhood of Railroad Trainmen 
has asked the governor of Illinois to ban 
heavy trucks from highways on weekends 
and holidays in the interest of safety. A 
bill with the same objective was killed at 
the last regular session of the legislature. 
The brotherhood is also asking that the 
next general assembly reduce the maximum 
legal load limit for trucks from 40,000 Ib. 
to 30,000 Ib. 


Industry Committee Under Wages 
and Hours Law 


Machinery for railroad compliance with 
the Wages and Hours bill was launched 
when the board of directors of the Asso- 
ciation of American Railroads on August 
26 voted to recommend the creation of an 
industry committee. An amendment in- 
serted by Representative Crosser of Ohio 
brought the carriers under the law’s mini- 
mum wage provisions, but they are exempt 
from the maximum hours provisions. The 
law calls for a minimum wage beginning 
at 25 cents per hour and increasing to a 
maximum of 40 cents in six years. 

At his press conference on August 29, 
Wage and Hour Administrator Elmer O. 
Andrews said that he was leaving all ques- 
tions regarding the effect of the act on the 
railroads to his counsel who has not yet 
been appointed. 
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Houston Resigns 


As Baldwin Head 


To leave presidency of loco- 
motive works; reorganiza- 
tion to be closed 


George Harrison Houston, president of 
the Baldwin Locomotive Works since 1929, 
publicly announced his resignation on Au- 
gust 26, the resignation to take effect Sep- 
tember 30. The board of directors, at its 
meeting on August 24, had accepted the 
resignation and appointed Charles E. Brin- 
ley, a member of the board and of the 
executive committee of the company, act- 
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ing vice-president with executive powers. 
Mr. Brinley will also continue as president 
of the American Pulley Company. 

At the same time the Baldwin Locomo- 
tive Works announced that all legal pro- 
ceedings in connection with its reorganiza- 
tion have been completed and that an order 
for its final discharge from the U. S. Dis- 
trict Court in Philadelphia, Pa., will be 
presented at an early date,—presuma)bly 
before Mr. Houston’s resignation takes ef- 
fect. The reorganization of the company 
under the provisions of Section 77B of the 
Federal Bankruptcy Act has been under 
way since February, 1935. Final order of 
confirmation of the plan of reorganization 
was entered by the U. S. District Court 
for eastern Pennsylvania on September 1, 
1937, and provisions of the plan with re- 
spect to various changes in the first mort- 
gage and the exchange of other securities 
were carried out. 

Mr. Houston has served as president of 
the Baldwin Locomotive Works _ since 
March 28, 1929, when he succeeded Samuel 
M. Vauclain. Before his election as presi- 
dent of Baldwin, he spent most of his 
business career as an industrial engineer. 
He was born at Covington, Ky., on Janu- 
ary 4, 1883, and ‘received his early educa- 
tion in the public schools of that city and 
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at the Cincinnati (Ohio) Technical School. 
Later Mr. Houston became associated with 
Fisher Brothers of Detroit, Mich., as tech- 
nical adviser, upon their establishment of 
the Fisher Body Company, and was affil- 
iated with them until 1929. From 1916 to 
1920 he was a member of the engineering 
firm of George W. Goethals Company and 
headed his own firm during the years 1921- 
1922, during which period he was concerned 
with the reorganization and management of 
several industrial concerns, including the 
Wright-Martin Aircraft Company and the 
Wright Aeronautical Corporation. 

In addition to his presidency of the Bald- 
win Locomotive Works, Mr. Houston -is 
president and director of several of its 
subsidiary companies. In 1934, during the 
period of the National Recovery Admin- 


stration, he was appointed by Administra- 


tor Hugh Johnson as chairman of a com- 
mittee representing the capital goods in- 
dustry. 


will Not Reduce Export Grain Rates 


Eastern railroads, on August 27, aban- 
doned their proposal to reduce rates on 
grain moving from points in the Great 
Lakes area to the Atlantic seaboard for 
export, when the Association of American 
Railroads opposed publication of the new 
rates. A reduction of 10 cents per 100 Ib. 
was to become effective on September 27, 
in an effort to recapture grain handled by 
lake carriers by way of Canadian ports. 
Traffic officers of eastern lines, however, 
met in Chicago on September 1 to give 
further consideration to the realignment 
of grain export rates. 


Mexican Workers Show Operating 
Ratio of 82.59 for First Month 


During May, the first month in which 
the Workers’ Administration operated the 
National Railways of Mexico, the net in- 
come amounted to $2,197,831. The gross 
income totaled $12,621,942, and expenses 
$10,424,110 including $9,622,879 for oper- 
ating expenses, and $801,230 for rental of 
equipment, loss in rate of exchange and 
taxes. This resulted in an operating ratio 
of 82.59, or under the maximum limit of 
85 per cent set by the government in its 
act in turning the railways over to the 
workers. 


Tugwell and Berle on Committee 
to Study Westchester 


Adolf A. Berle, Jr., who recently re- 
signed as assistant Secretary of State, and 
Rexford G. Tugwell, formerly chief of 
the National Resettlement Administration, 
are included in the list of prominent citi- 
zens of New York city and Westchester 
county, N. Y., appointed by State Gover- 
nor Lehman as an unofficial committee to 
study the possibilities of rejuvenating the 
now-abandoned New York, Westchester & 
Boston and to make suggestions as to the 
solution of problems arising from the loss 
of service to communities along the line. 
The other members of the committee are: 
(trom Westchester county) John G. Borg- 
stede, White Plains; Judge Charles Har- 
wood, Harrison; Charles E. Herb, Mount 
Vernon; Harry L. Keeler, Bronxville; E. 
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B. Meginniss, Mamaroneck; Gordon Mil- 
ler, Pelham; George A. Mowbray, Port 
Chester; Albert Ritchie, New Rochelle; 
William E. Schramek, Larchmont; Sena- 
tor Pliny W. Williamson, Scarsdale. 

(From New York City) Theodore Bad- 
man, Adolph J. Chesley, Henry W. John- 
son, George F. Mand, Cyrus G. Miller, 
Robert Moses, Armond Schwab, Henry G. 
Waltemade. 


No Grain-Rate Cut 


Eastern railroads decided not to reduce 
rates on shipments of export grain to 
North Atlantic ports following a discus- 
sion of the proposal at the August 26 
meeting of the Association of American 
Railroads’ board of directors in Wash- 
ington, D. C. The Eastern lines had ad- 
vanced the idea of the cuts in order to 
compete more effectively with the Lake 
carriers, but they concurred in the A. A. 
R. board’s adverse finding, which was 
based on the proposed move’s potentialities 
for disrupting ‘the rate structure and dis- 
turbing existing relationships between the 
North Atlantic ports and the Gulf and 
South Atlantic ports. 


10,803 Air-Conditioned Cars 


Class I Railroads and the Pullman Com- 
pany, in the year ended on July 1, 1938, 
air-conditioned 1,384 passenger cars, ac- 
cording to the Association of American 
Railroads. Of that number, 1,003 were 
air-conditioned by the railroads and 381 
by the Pullman Company. 

This brought to 10,803 the total number 
of air-conditioned passenger cars in oper- 
ation on July 1, 1938, compared with 
9,419 in operation on the same day last 
year. Of the total number in operation 
on July 1, this year, 5,862 were owned 
by the railroads and 4,941 by the Pullman 
Company. This equipment includes sleep- 
ing cars, lounge cars, and other classes 
of passenger cars. 


P. R. R. to Run Rail-Harbor Cruise 
Excursion 


The Pennsylvania will run an “off-the- 
beaten-track” excursion on September 11 
which will include an eight-hour cruise 
“wp, down and around” the harbor of New 
York city. Starting from Philadelphia, 
Pa., the party will proceed to Pier “D,” 
Jersey City, N. J. There passengers will 
board the steamboat “Peter Stuyvesant”’ 
of the Hudson River Day Line, and em- 
bark upon a cruise which will include a 
complete circuit of Staten Island, a ride 
up the East River to Long Island and re- 
turn to the Battery and up the Hudson 
River to a point beyond Spuyten Duyvil. 
Upon arrival at Jersey City, the party will 
return to Philadelphia by rail. 


Pre-Rate-Increase Bus Tickets Still 
Good 


The Interstate Commerce Commission 
has suspended passenger-tariff rules where- 
in the New England Transportation Com- 
pany, affiliate of the New York, New 
Haven & Hartford, and the Central Grey- 
hound Lines, affiliate of the New York 
Central, sought to stipulate that tickets 
purchased at rates in effect prior to August 
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25 and September 1, respectively, would 
not be honored unless “going” trips actu- 
ally started prior to midnight on those 
dates. 

The proposed N. E. T. rule was sus- 
pended from August 25 to November 23, 
and that of Central Greyhound from Sep- 
tember 1 to November 30. A similar pro- 
vision in the new  2.5-cent-coach-fare 
tariffs of the Eastern railroads was also 
suspended by the commission, as noted in 
the Railway Age of July 30, page 203. 


The Canadian Roads in July 


The Canadian Pacific in July had gross 
revenues of $11,090,025, a decline of $951,- 
501 from last year. Net operating revenues 
totaled $507,337, a decrease of $588,123 
from last year. For the seven months, 
gross revenues were $72,377,554 (a decline 
of $6,454,234), operating expenses were 
$69,189,188 (a reduction of $286,985) and 
net operating revenues were $3,188,365 (a 
decline of $6,167,248). 

The Canadian National in July had gross 
revenues of $14,176,717 (off $2,486,268), 
operating expenses of $14,273,675 (down 
$1,430,410) and a net operating revenue 
deficit of $96,959 (as compared with a 
black ink figure of $958,900 in July last 
year). For the seven months, operating 
revenues were $96,936,276 (a decline of 
$14,723,023) , operating expenses were $102,- 
713,217 and the company suffered an operat- 
ing loss of $5,776,941 (compared with a 
black ink ‘figure of $7,626,848 last year). 


Hobbyist Trips 


The Baltimore & Ohio will operate a 
545-mile railroad inspection tour, on Sep- 
tember 18, out of New York to Harper’s 
Ferry, W. Va., and its Brunswick (Md.) 
classification yards and enginehouse facili- 
ties. The train will leave Jersey City, N. 
J. (New York terminal of the Baltimore 
& Ohio) at 8 a. m., and proceed via Bal- 
timore, Md., to Relay, where it will trans- 
fer to the old main line and pass over the 
historic route of the original Baltimore & 
Ohio’s “horse-car” line to Point of Rocks, 
where rejoining the main line, it will steam 
on to Harper’s Ferry. The Brunswick 
(Md.) classification yard and roundhouse 
is next on the itinerary. The return trip 
is made via Baltimore to Jersey City. 

The Reading will operate its “Crusader” 
from Reading, Pa., to New York and re- 
turn on Sunday, October 2, on a special 
excursion for the Reading chapter of the 
National Railway Historical Society, Inc. 


A. A. R. Recommends Acquisition 
of Private Stock Cars 


The Association of American Railroads’ 
board of directors, at its August 26 meet- 
ing in Washington, D. C., -approved in 
principle the idea that stock cars should 
be railroad-owned, and recommended that 
member roads embark upon a program of 
acquiring cars of that type which remain 
privately-owned. It was learned that the 
recommendation in this connection did not 
indicate that adoption of a similar policy 
was contemplated with respect to privately- 
owned cars of other types. 

There are now approximately 3,200 pri- 
vately-owned stock cars, while the rail- 
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roads own about 60,000 such cars. It is 
expected that the acquisition of the former 
by the carriers would be arranged on a 
basis which would amortize payments in 
such a way that they would approximate 
present rental payments. Operating con- 
venience was cited as one of the major 
reasons for the recommendation; handling 
of private stock cars often involves extra 
switching. 


Would Deny Illinois Route to Santa 
Fe Trails 


Joint Board No. 149, composed of Louis 
J. Freehof of Illinois, has recommended 
in a proposed report that the Interstate 
Commerce Commission deny the applica- 
tion of the Santa Fe Trails of Illinois, 
affiliate of the Atchison, Topeka & Santa 
Fe, for a common-carrier bus certificate 
to continue operations on the route between 
Matteson, Ill., and Kankakee over Illinois 
Highway 49. The route involved is a seg- 
ment of an alternate route over which the 
applicant operates its Chicago-St. Louis 
buses between Harvey, Ill., and Kankakee. 

The Board found that the segment af- 
forded “moderate” operating advantages 
over the other alternate route, which is 
covered by “grandfather” rights; but such 
advantages were too small to be a deciding 
factor when other existing services are 
adequate to serve the territory. It an- 
swered the contention that operations over 
the segment are becoming profitable with 
the suggestion that “Economic success 
alone does not prove public convenience 
and necessity.” 


Freight Car Loading 


Loading of revenue freight for the week 
ended August 20 totaled 597,918 cars, an 
increase of 8,357 cars or 1.4 per cent above 
the preceding week, but a decrease of 
179,232 cars or 23.1 per cent below the 
corresponding week in 1937 and a de- 
crease of 324,905 cars or 35.2 per cent 
below the same week in 1930. All com- 
modity classifications except grain showed 
increases over the preceding week and 
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decreases under last year. The summary, 
as compiled by the Car Service Division, 
Association of American Railroads, fol- 
lows: 


Revenue Freight Car Loading 
For Week Ended Saturday, August 20 


1938 1937 1936 
115,052 151,723 145,903 
107,014 155,471 148,915 

43,986 51,440 

89,762 99,908 

94,286 141,182 
102,514 119,727 

45,304 57,699 


Districts 


Allegheny 
Pocahontas 
ee 
Northwestern ... 
Central Western. 


Southwestern ... 57,714 





Total Western 
Districts 


Total Ali Roads. 


Commodities 


Grain and Grain 
Products 
Live Stock 


242,104 
597,918 


318,608 
777,150 


289,852 
735,476 





45,777 
12,059 


39,790 
15,837 


Coal > 116,880 
9,519 


Miscellaneous . 


August 20 
August 13 


296,734 


735,476 
736,578 
728,371 
747,529 
730,981 





588,703 


uly 23 580,882 





Cumulative Total, 
eeks ...18,274,729 24,349,192 21,823,232 


In Canada.—Loadings for the week ended 
August 20 totaled 47,216—down 7,545 from 
last year but up 3,647 from the preceding 
week—according to the summary of the 
Dominion Bureau of Statistics. 


Total Total Cars 
Cars Rec’d from 
Loaded Connections 
47,216 17,395 
43,569 17,014 
40,306 19,631 
54,761 22,200 


Cumulative Totals for Canada: 
Aug. 20, 1938 1,442,678 


Aug. 21, 1937 1,589,050 
Aug. 15, 1936 1,449,987 


Total for Canada: 


671,768 
895,425 
762,663 


Coal Commission Would Turn Rate 
Case into General Probe 


If the Interstate Commerce Commis- 
sion should decide to grant the railroad 
application for continuance beyond De- 
cember 31 of the Ex Parte 115 increases 
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in freight rates on bituminous coal, the 
National Bituminous Coal Commission 
thinks there should be a follow through 
to three general investigations of the car- 
riers. 

The Coal Commission’s 100-page brief 
in Opposition to the continuance first asks 
for hearings and oral argument on the 
proposal; then, if the I. C. C. should grant 
the railroad application, the petitioner 
wants general inyestigations of divisions 
applicable to joint rates on _ bituminous 
coal in which the Pocahontas lines are par- 
ticipants; of the operating efficiency and 
economy of the railroads, during the course 
of which “all opportunities for more ade- 
quate, efficient and economical service to 
the public, and for reductions in transpor- 
tation costs, can be explored;” and of “the 
non-compensatory revenues of the rail- 
roads derived from rates and fares upon 
freight and passenger traffic for the trans- 
portation of which they engage in cut- 
throat competition with other railroads, 
and with trucks, buses, air lines and water 
carriers.” 

In support of its proposal for these gen- 
eral investigations the brief asserts that 
“The railroads now have no conception of 
their transportation costs in connection 
with hauling any particular commodity, 
or with transporting passengers; nor have 
they in existence any adequate machinery . 
for gathering such cost data, or for analy- 
sis and use of the same, as a foundation 
for rate or fare increases or reductions. 
This recommended general investigation 
would develop facts as to which competi- 
tive commodities or passengers are being 
hauled at less than transportation costs, 
thereby escaping their fair share of the 
transportation burden, at the expense of 
other commodities such as_ bituminous 
coal.” 

It also suggests that such a_ probe 
“would tie into and supplement” the com- 
mission’s pending Ex Parte 122 investi- 
gation of the need for cost accounting by 
carriers subject to the Act. 

Other petitioners in opposition to the 
continuance of the bituminous increases 
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include Consumers’ Counsel, the National 
Coal Association, the Traffic Bureau of 
Nashville, the Western Pennsylvania Coal 
Traffic Bureau and the Wisconsin Paper 
and Pulp Manufacturers Traffic Associa- 
tion. Consumers’ Counsel cited conditions 
in the bituminous industry and suggested 
that “it is a fair conclusion” that the tem- 
porary increases “have hurt rather than 
helped the railroads.” The National Coal 
Association also referred to conditions in 
the industry and called attention to the 
failure of the railroads to offer a plan for 
pooling revenues derived from the in- 
creases. Apparently this petition went on, 
the carriers entertain the hope that since 
the date of the Ex Parte 123 decision the 
commission’s conscience “has become so 
hardened that it will no longer be shocked 
at the proposal to continue advances on 
bituminous coal rates which will largely 
inure to the benefit of carriers that need 
no additional revenues and are already 
earning more than a reasonable return on 
the rate base value of their properties.” 


Examiner Would Force Carriers to 
File Agreements 


Examiner Charles E. Gray of the United 
States Maritime Commission, in a pro- 
posed report to that commission on the 
subject of wharfage charges and prac- 
tices at Boston, Mass., has recommended 
that it find that the Boston & Albany; Bos- 
ton & Maine; New York, New Haven & 
Hartford; Boston Tidewater Terminal, 
Inc.; and the Mystic Terminal Company 
are parties to agreements or co-operative 
working arrangements within the purview 
of section 15 of the Shipping Act, 1916; 
that copies or memoranda of such agree- 
ments or arrangements have not been filed 
for approval as required by that section, 
and that all actions of these companies in 
carrying out such agreements or arrange- 
ments were and are in violation of that 
section. The examiner also recommends 
that the commission order the companies 
to promptly comply with the provisions 
of section 15 of the act. 

The examiner would also have the com- 
mission find that the agreement between 
the Commonwealth of Massachusetts and 
the New York, New Haven & Hartford, 
and the agreement between the Piers 
Operating Company and the New Haven 
are agreements for the furnishing of ter- 
minal facilities to a common carrier. by 
railroad, and are not agreements for fur- 
nishing terminal facilities in connection 
with a common carrier by water within 
the scope of section 15 of the act. 


Would Approve M. & St. L. 
Purchase of Truck Line 


Examiner C. R. Engelhart, of the Bu- 
reau of Motor Carriers’ Section of Fi- 
nance, has recommended in a proposed re- 
port that the Interstate Commerce Com- 
Mission approve, subject to conditions, the 
Minneapolis & St. Louis’ purchase of the 
Leola Truck Line, operating between Aber- 
deen, S. Dak., and Leola via Westport and 
Wetonka, approximately 40 miles. The 
applic int consummated the purchase with- 
out © taining prior authority, “because of 
a mis uterpretation of the requirements” of 
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section 213 of the Motor Carrier Act; but 
the examiner suggests that such consum- 
mation “is not, in and of itself, necessarily 
a bar to approval, especially as it occurred 
in the early stages of regulation, when 
rights and duties under the act were im- 
perfectly understood.” 


Mr. Engelhart would, however, apply’ 


the principles of the Barker case to pre- 
clude the applicant from furnishing truck- 
ing service at Westport, which is located 
13 miles from any M. & St. L. station and 
is served by the Chicago, Milwaukee, St. 
Paul & Pacific. Another recommended 
condition is the usual one to the effect that 
approval of the transaction “shall be sub- 
ject to such further limitations ... as the 
commission may find necessary to impose 
in order to insure that the service shall be 
auxiliary or supplementary to train service 
of applicant, and shall not unduly restrain 
competition.” 


Meetings 


The Norfolk & Western Veterans’ As- 
sociation will hold its seventh annual meet- 
ing in Roanoke, Va., on September 24. It 
is expected that the meeting will be at- 
tended by approximately 1,500 veterans 
from the entire system. 

The National Association of Motor Bus 
Operators has changed the date of its an- 
nual convention from September 28 and 29 
to September 21 and 22, with headquarters 
at the Congress hotel in Chicago. 

The American Association of Passenger 
Traffic Officers will hold its annual meet- 
ing October 26 and 27, at the Edgewater 
Beach hotel, Chicago. 

The Central Railway Club of Buffalo, 
N. Y., will hold its next meeting on Sep- 
tember 8 at the Hotel Statler, Buffalo. 
The Niagara Frontier Association has ar- 
ranged a program entitled “Young Men’s 
Night.” It includes a group of 10 minute 
talks by four of Buffalo’s young railroad 
men. Russell Erickson, commercial agent, 
Lehigh Valley, will talk on “Selling Rail- 
road Service.” Albert J. McKibben, gen- 
eral foreman, Pennsylvania railroad, will 
speak on “Freight House Operation.” Val. 
J. Derner, cashier, Erie, will take as his 
subject “Credit Accommodations in Con- 
junction with Joint Credit Bureau.” Ed- 
ward A. Eardman, division accountant, 
Delaware, Lackawanna & Western, will 
speak on “The Federal Pension Act and 
What It Means to Railroad Men.” 

The Canadian Railway Club will hold 
its annual smoker on September 16 in the 
Windsor hotel, Montreal, Que. The pro- 
gram includes boxing bouts and vaudeville 
acts. 

A “golf circus” sponsored by railway 
officers, supply men, manufacturers and 
friends will be held on September 28 and 
29 at the Berkshire Country Club, Read- 
ing, Pa. C. A. Gill, general manager, 
Reading Company, is chairman of the gen- 
eral committee. Reservations should be 
made through Paul A. Flickinger, Berk- 
shire hotel, Reading. 


Applies Barker Case Principles to 
Passenger Operations 


Holding that principles laid down by the 
Interstate Commerce Commission in the 
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Barker case with respect to railroad ac- 
quisitions of truck lines are “clearly ap- 
plicable also to passenger operations,’ Ex- 
aminer Philip N. Crowley, of the Bureau 
of Motor Carriers’ Section of Finance, has 
recommended in a proposed report that the 
commission deny the application of the 
Santa Fe Trails Transportation Company, 
affiliate of the Atchison, Topeka & Santa 
Fe, for authority to acquire certain oper- 
ating rights and property of Lee Way 
Stages. The applicant seeks to buy Lee 
Way’s operating rights on the 225-mile 
route between Raton, Tex., and Amarillo, 
and urges that the route would open to it 
new territory, permit it to afford co-ordi- 
nated service with its parent railroad and 
give the National Trailways System (of 
which Santa Fe Trails is a member) a 
competitive route with Southwestern Grey- 
hound Lines. 
The latter protested the granting of the 
application, and the examiner’s adverse 
recommendation is based on the Barker- 
case definition of non-approved acquisi- 
tions by railroads as “those which compete 
with an established motor carrier, or which 
invade to a substantial degree a territory 
already adequately served by another rail 
carrier.” He adds that in addition to its 
competition with Southwestern Greyhound 
the Lee Way route “parallels the rail lines 
of the Colorado & Southern and Fort 
Worth & Denver City, considered together, 
over approximately 106 miles of distance.” 


C. G. W. Requests I. C. C. to 
Reopen Divisions Case 


Moving forward with their campaign to 
obtain more liberal divisions of through 
transcontinental freight rates for the Chi- 
cago Great Western, the trustees of that 
road—Patrick H. Joyce and Luther M. 
Walter—have asked the Interstate Com- 
merce Commission to reopen the No. 15234 
proceeding which was concerned with di- 
visions in Western and Mountain-Pacific 
territories. The Great Western’s com- 
plaint in connection with the transconti- 
nental-rate divisions has previously come 
to the fore in the Ex Parte 123 case and 
in Senator Wheeler’s investigation of rail- 
way finances. 

In the former proceeding Co-trustee 
Walter favored a plan for pooling reve- 
nues which might be derived from any 
increases granted, unless financially weak 
roads like the C. G. W. obtained relief 
through adjustments of divisions and low- 
ering of mileage rates on refrigerator cars 
owned by railroad affiliates. Mr. Joyce did 
not go along with the pooling idea, but he 
did agree with his co-trustee’s suggestions 
regarding divisions and refrigerator car 
rentals; and Mr. Walter asserted, in his 
Ex Parte 123 oral argument, that unless 
the latter were adjusted, Mr. Joyce “will 
be standing side-by-side with me.” 

Testifying before the Wheeler commit- 
tee on March 16, Messrs. Joyce and Wal- 
ter and F. W. Sargent, president of the 
Chicago & North Western (also in trus- 
teeship), complained of the divisions and 
car-rental situations, Mr. Joyce calling the 
former “one of our biggest problems” ; 
and Mr. Sargent suggested that the I. C. C. 
upon its own motion might well take up 
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the whole subject of divisions in Western 
Trunk Line territory. Mr. Walter saw a 
need for legislation which would permit 
the commission to force a redistribution 
of earnings without the consent of all car- 
riers concerned. 


F. E. C. Divisions 


Adjustment of divisions to the Florida 
East Coast out of rates on fresh vegetables 
and citrus fruit from points on its line to 
Eastern Trunk Line and New England 
territories has been recommended by Ex- 
aminer H. W. Archer in a proposed re- 
port to the Interstate Commerce Commis- 
sion. The recommended revision, it is esti- 
mated, might bring the F. E. C. approxi- 
mately $100,000 additional revenue in a 
year of normal traffic. 

The examiner would have the commis- 
sion reject the contention of the F. E. C. 
that any prescribed adjustment should be 
made retroactive to the date of the filing 
of the complaint; and recommended in 
this connection a finding that past divi- 
sions received by the complainant “have 
not been unjust, unreasonable or inequita- 
ble.’ The F. E. C., which did not bring 
into issue the entire joint through rates, 
but only the subdivision of the Southern 
factors of such rates, contended that its 
present divisions do not cover the cost of 
service and proposed a basis calculated to 
give it an additional $300,000 a year—an 
amount which “would alleviate to some 
extent its financial distress,” but which 
would fall “far short of solving its finan- 
cial difficulties,” being in fact “insufficient 
to meet its fixed charges.” The examiner 
concluded in this connection that the F. E. 
C.’s financial situation (though worse than 
that of any of the defendants, save the 
Seaboard Air Line), would not alone justi- 
fy a revision of the divisions. Since none 
of the defendants “can be classed as af- 
fluent . . . we would hardly be warranted 
in requiring them to contribute to the 
Florida East Coast much in excess of 
what would accrue to it under a mileage 
pro rate basis, with due allowance for the 
origination service,” he said. Mr. Archer 
went on to suggest, however, that the 
F. E. C. “is entitled to special considera- 
tion” as an originating line, and because 
of “what seems to be admitted, namely, 
the relatively high cost of producing a 
given unit of traffic in Florida.” 


May Change Plans to Abandon 
Q. O. & K. C. 


Plans to abandon the Quincy, Omaha & 
Kansas City, which operates between 
Quincy, Ill. and Kansas City, Mo., may be 
changed as a result of opposition among 
communities along the line. As reported 
in the Railway Age of May 28, the com- 
pany, on May 19, asked the Interstate Com- 
merce Commission for permission to aban- 
don its entire line of 249 miles because the 
Chicago, Burlington & Quincy could no 
longer advance the funds necessary to meet 
the deficit of the road and because dwind- 
ling traffic indicates that the public does 
not need the line enough to justify its con- 
tinued operation. To save the line, the 
Q. O. & K. C. Welfare Association, was 
organized with chapters in 11 counties and 
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as a result of its efforts a further study of 
the properties has been made. 

The new plan, which will be submitted 
to directors and stockholders within 60 
days, provides for the abandonment of 145 
miles between Milan, Mo. and Kansas City, 
and the acquisition by the Burlington of 
the 104 miles of line between Milan and 
Quincy. It is believed that, since this por- 
tion of the line has the greater traffic pos- 
sibilities, it will earn expenses if operated 
as a branch line of the Burlington. 

In a letter to J. D. James, chairman of 
the Public Service Commission of Missouri, 
Ralph Budd, president of the Burlington, 
explained the situation as follows: 

“The whole problem has been recon- 
sidered with a view to providing service by 
the Burlington at all points where there is 
any hope of the service being self-sustain- 
ing. The Burlington has not been unmind- 
ful of the interests of the communities 
served by the Q. O. & K. C. This is 
demonstrated by the fact that year after 
year it has made up its constant operating 
losses and taxes. 

“The Burlington line from Milan to Lac- 
lede furnishes connection with the Burling- 
ton main line to St. Joseph and Kansas 
City. Adequate service thus can be pro- 
vided by the Burlington for all stations be- 
tween Milan and Quincy, inclusive. West 
of Milan operation is absolutely hopeless.” 


Program for Roadmasters’ 
Convention 


The Roadmasters and Maintenance of 
Way Association will hold its fifty-third 
annual convention at the Hotel Stevens, 
Chicago, on September 20-22. Coincident 
with the convention, four committees of 
the American Railway Engineering Asso- 
ciation (Rail, Maintenance of Way Work 
Equipment, Roadway, and Economics of 
Railway Labor) will meet in Chicago. 
Also some 45 railway supply companies 
will present an exhibit of the materials and 
equipment employed in track work. 

The program for the meeting is as fol- 
lows: 


TueEspAy, SEPTEMBER 20 
MorninG SeEsston—10 a. mM. 


Convention called to order 

Opening address by W. Atwill, vice-president and 
general manager, I. C., Chicago 

Greetings from the American Railway Engineer- 
ing Association, F. E. Morrow, President 

Greetings from the American Railway Bridge 
— Building Association, C. M. Burpee, Presi- 
dent 

Address by President W. O. Frame (assistant 
— superintendent, C. B. & O., Wymore, 
veb.) 


Report of Committee on The Materials and Equip- 
ment for the Section Gang of Today; M. D. 
Carothers, chairman (division engineer, Alton, 
Bloomington, Ill.) 


AFTERNOON SESSION—2 P. M. 


Report of Committee on The Maintenance of 
Line and Surface to Meet Present Day Oper- 
ating Requirements; E. L. Potarf, chairman 
(district engineer, C. B. & Q., Omaha, Neb.) 

Address on Using Track Labor Efficiently, by 
F. S. Schwinn, chairman, Committee on Eco- 
nomics of Railway Labor, A. R. E. A., and 
assistant chief engineer, M. P., Houston, Tex. 

Renvort of Committee on The Elimination of Train 
Derailments Resulting from Track Defects; A. 
B. Hillman, chairman (roadmaster, Belt Rail- 
way, Chicago) 


Tuespay Eveninc—8 pe. Mm. 


An evening of motion pictures, showing the 
United States Steel Corporation’s technicolor 
film illustrating the manufacture of steel 


WEDNESDAY, SEPTEMBER 21 
Morninc SEssion—9:30 a. M. 
Report of Committee on The Maintenance of 





September 3, 1938 


Turnouts; F. J. Liston, chairman (roadmas 
C. P., Montreal, Que.) 

Address on The Roadmaster’s Job, by F. G. 
ley, assistant vice-president, C. B. 
Chicago 

Report of Committee on The Programminy of 
Track Work; S. J. Hale, chairman (roadmaster 
N. & W., Roanoke, Va.) : 

AFTERNOON SESSION—2 P. M. 

Address on Better Track Construction for To. 
morrow’s Traffic, by F . Layng, chief en. 
gineer, B. & L. E., Greenville, Pa. 

Question Box—For the discussion of practical 
questions on track maintenance submitted from 
the floor 


ter, 


(iur- 
« Q., 


WEDNESDAY EvENING—6:30 P. Mo. 
Annual dinner given by Track Supply Associa. 
tion 


THURSDAY, SEPTEMBER 22 
MorninG SEssSION—9:30 a. M. 


Report of Committee on Methods of Instructing 
Track Men in Safety; F. E. Schaumberg, chair. 
man (roadmaster, C. & N. W., West Chicago, 
Ill.) 

Business session 

Report of officers and of committees 

Election of officers 

Selection of 1939 convention city 

New business 

Installation of officers 


TuHursDAY AFTERNOON 


Members of the association will visit the plant 
of the Pettibone-Mulliken Corporation where 
they will have opportunity to observe the con- 
struction of special track materials 


7 Months N. O. I. 
was $109,335,282 
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income was $65,535,338, an 0.99 per cent 
return; for the same period in 1937, their 
net was $213,504,239 or 3.23 per cent, while 
in 1930 it was $254,169,877 or 3.99 per 
cent. Gross in the Eastern district for 
the first seven months totaled $914,638,760, 
a decrease of 26.1 per cent compared with 
1937, and a decrease of 41.6 per cent com- 
pared with 1930. Operating expenses to- 
taled $718,622,375, a decrease of 18.9 per 
cent below 1937, and 38.9 per cent under 
1930. The July net in the Eastern district 
was $16,528,745 compared with $29,415,470 
in July, 1937, and $38,379,153 in July, 1930. 

Class I roads in the Southern district 
for the first seven months had a net of 
$24,530,258, which was at the annual rate 
of return of 1.41 per cent; for the same 
period in 1937, their net amounted to $46,- 
857,548, or 2.68 per cent, and for the same 
period in 1930 it was $48,370,223 or 2.61 
per cent. Gross in the Southern district 
for the first seven months amounted to 
$265,245,791, a decrease of 14.2 per cent 
compared with the same period in 1937, 
and a decrease of 32.2 per cent under the 
same period in 1930; operating expenses 
totaled $207,876,546, a decrease of 9.7 pert 
cent below the same period in 1937, and 
a decrease of 33.1 per cent under 1930. 
The Southern district’s July net was $3, 
619,128 compared with $4,790,372 in July, 
1937, and $5,429,199 in July, 1930. 

Net in the Western district for the first 
seven months totaled $19,269,686, a return 
of 0.42 per cent, as compared with $100, 
089,791, or 2.21 per cent, in 1937, and $148, 
395,327 or 3.12 per cent, in 1930. Gross 
in the Western district for the first seven 
months” period in 1938 amounted to $756- 
164,994, a decrease of 16.4 per cent below 
the same period in 1937, and a decrease 0! 
34.6 per cent under the same period ™ 
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1930. Operating expenses totaled $627,- 
687,639, a decrease of 11.5 per cent com- 
pared with the same period in 1937, and a 
decrease of 29.6 per cent under the same 
period in 1930. For July, the Class I 
roads in the Western district reported a 
net railway operating income of $18,239,336 
compared with $26,779,434 in July, 1937, 
and $37,662,379 in July, 1930. 


Short Lines and 
A. A. R. in a Tiff 


(Continued from page 352 


gering arrangements provided in connec- 
tion with initial appointments have been 
disposed of. 

The provisions of the Retirement Act 
with respect the nomination of the man- 
agement and labor representatives (the 
chairman is selected by the President) ap- 
pear to leave the President with discre- 
tion to decide which of disagreeing nomi- 
nating groups really represents the interest 
for which both claim to be spokesman. 
After stating that one member shall be 
appointed from recommendations made by 
representatives of employees and another 
from recommendations made by represen- 
tatives of the carriers, the Act goes on 
to say: “In both cases as the President 
shall direct so as to provide representation 
on the Board satisfactory to the largest 
number, respectively, of employees and 
cafriers concerned.” 


Meetings and Conventions 


The following list gives names of secretaries, 
dates of next or regular meetings and places of 
meetings: 

Air Brake AssociaTiIon.—R. P. Ives, Westing- 
house Air Brake Co., 350 Fifth Ave., New 
York, N. Y¥. 

ALLIED RaiLway Supprty Association. —J. F. 
Gettrust, P. O. Box 5522, Chicago, Ill. “Next 
meeting, September 27, 1938, Hotel Sherman, 
Chicago, Ill. 

AMERICAN ASSOCIATION OF FREIGHT TRAFFIC OF- 
FICERS.—W. R. Curtis, F. T. R., M. & O. 
R. R., 327 S. La Salle St, Chicago, Til. 

AMERICAN. ASSOCIATION OF GenERAL BAGGAGE 
Acents.—E. P. Soebbing, 1431-B Railway 
Exchange Bldg., St. Louis, Mo. Annual 
meeting, October 12-13, 1938, Sinton Hotel, 
Cincinnati, 

AMERICAN ASSOCIATION OF PASSENGER aid 
Orricers.—B. D. Branch, C. R. R. of N. 
143 Liberty St., New York, N. Y. Annual 
meeting, October 26- 27, 1938, Edgewater 
Beach Hotel, Chicago, lll. 

AMERICAN ASSOCIATION OF RAILROAD SUPERIN- 
gg pot —F. O. Whiteman, Union Station, 

Louis, Mo. Annual meeting, 1939, Chi- 
ol Ill. 

AMERICAN ASSOCIATION OF RAILWAY ADVERTISING 
AcENTs.—E. A. Abbott, Poole Bros., Inc., 
85 W. Harrison St., Chicago, Til. Annuai 
pecting, January 20- 21, 1939, Philadelphia, 


Americ AN ASSOCIATION OF SUPERINTENDENTS OF 
Dintnc Cars.—F. R. Borger, C., I. & L. 
Ry., 836 S. Federal St., Chicago, Ill. An- 
nual meeting, October 10- 12, 1938, Coronado 
Hotel, St. Louis, Mo. 

AMERICAN es Bripce anp Buitpinc Asso- 
CIA TIoN.—C,. A. Lichty, 319 N. Waller Ave., 
Chicago, Ill. Annual meeting, October 18-20, 
1938, Hotel Stevens, Chicago, 

AMERICAN Rartway Car Institute.—W. C. Tab- 
bert, 19 Rector St., New York, N. Y. 

AMERI: CAN RatLway DevELOPMENT ASSOCIATION. 
= E. J. Hoddy (Second Vice-Pres.), Louis- 

A ville & Nashville R. R., Louisville, Ky. 

MERICAN RAILWway ENGINEERING ASSOCIATION.— 
Wi irks in co-operation with the Association of 
Ar nerican Railroads, Engineering Division.— 
W. S. Lacher, 59 E. Van Buren St., Chicago, 
I. Annual meeting, March 14- 16, 1939, 
P:imer House, Chicago, Il. 


AMERICAN Rattway MaGAziIne Eprtors’ Assoctra- 
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TION.—M. +. 7 Baltimore & Ohio R. R., 
1105 B. & O R. Bldg., Baltimore, Md. 
Fall an see 14-15, 1938, La Salle 
Hotel, Chicago, 

AMERICAN Raitway Toor hy mg ASSOCIA- 
tion.—G. G. Macina, C., M., St. P. & P 
R. R., 11402 Calumet Ave., Chicago, Ill. 

AMERICAN’ Suort LINE RAILROAD ASSOCIATION.— 

Schindler, Union Trust Bldg., Wash- 
aa D. C. Annual meeting, October 17- 
18, 1938, Hotel Stevens, Chicago, III. 

AMERICAN Society OF MECHANICAL ENGINEERS. 
—C. E. Davies, 29 W. 39th St., New York, 
N. Y. Annual meeting, December 5-9, 1938, 
29 W. 39th St., New York, N. Y. 

Railroad Division.—Marion B. Richardson, 
21 Hazel Ave., Livingston, N. J 

AMERICAN TRANSIT AssociaATION.—Guy C. Heck- 
er, 292 Madison Ave., New York, N. Y. 
Annual meeting, October 3-6, 1938, Royal 
York Hotel, Toronto, Canada. 

AMERICAN Woop PRESERVERS’ ASSOCIATION. — H. 
L. Dawson, 1427 Eye St., N. W., Washing- 
ton, D. C. Annual meeting, January 24-26, 
1939, Willard Hotel, Washington, D. C. 

ASSOCIATION or AMERICAN RarLroaps. — H. J. 
eo Transportation Bldg., Washington, 


Operations and Maintenance Department.— 
Symes, Vice-President, Transpor- 
tation Bldg., Washington, D. Cc. 


Operating-Transportation Division. — L. 
R. Knott, 59 E. Van Buren St., Chi- 
cago, Ill. 


Transportation Section—L. R. Knott, 
59 E. Van Buren St., Chicago, III. 
Freight Station Section. oe i Knott, 
59 E. Van Buren me Chicago, i. 
Operating Section.—J. . Caviston, 30 

Vesey St., New York. z. 

Medical and Surgical Section. —J. 
ae - aaa 30 Vesey St., New York, 

Protective Section.—J. C. Caviston, 30 
Vesey St., New Yor 7. 

Safety Section. —J. C. Caviston, 30 

Vesey St., New York, N. Y. 

Telegraph and Telephone ” Section.— 
W. A. Fairbanks, 30 Vesey St., 
New York, ¥. 

Engineering Division ——W. S. Lacher, 59 

Van Buren St., Chicago, Ill. An- 
nual meeting, March 14- 16, 1939, Pal- 

mer House, Chicago, III. 

Construction and Maintenance Section. 
—W. S. Lacher, 59 E. Van Buren 
St., Chicago, Ill. Annual meeting, 
March 14-16, 1939, Palmer House, 
Chicago, Ill. 

Electrical Section—W. S. Lacher, 59 
E. Van Buren St., Chicago, III. 

Signal Section.—R. H. < en. 30 
Vesey St., New York, 

Mechanical Division.—V. * 
5 Van Buren St., Chicago, III. 
Electrical Section.—J. A. Andreucetti, 

59 E. Van Buren St., Chicago, Il. 

Purchases and Stores Division. —wW. Jj. 

ak 30 Vesey St., New York, 


Freight Claims Division.—Lewis Pilcher, 
Van Buren St., Chicago, IIl. 
Motor “Transport Division. —George M. 
Campbell, Transportation Bldg., Wash- 
ington, D 
Car-Service Division.—E. W. Coughlin, 
| gr sammaaaaa Blidg., Washington, 


Finance, Accounting, Taxation and Valua- 
tion Department.—E. Bunnell, Vice- 


President, Transportation Bldg., Wash- 

ington, D. C 

Accounting Division. —E. R. For d, 
7 eee Bldg., Washington, 


Treasury Division—E. R. Ford, Trans- 
portation Bldg., Washington, D. 
Traffic Denartment. — A. Cleveland, 
Vice-President, Transportation Bldg., 

Washington, D. C. 

ASSCCIATION OF RatLway CLAIM AGENTS.—F. L. 
Johnson, Claim Agent, Alton R. R., 340 W. 
Harrison St., Chicago, II 

BripGeE AND BuILpInGc Suppty MEn’s AsSOCIA- 
tion.—W. S. Carlisle, National Lead Com- 
pany, 900 W. 18th St., Chicago, Ill. Meets 
with American Railway Bridge and Building 
Association. 

CANADIAN Rattway Criup.—C. R. Crook, 4468 
Oxford Ave., N. D. G., Montreal, Que. 
Regular meetings, second Monday of each 
month, except June, July and August, Wind- 
sor Hotel, Montreal, Que. 

Car DEPARTMENT ASSOCIATION OF St. Louts, 
Mo.—J. J. Sheehan, 1101 Missouri Pacific 
Bldg., St. Louis, Mo. Regular meetings, 
third Tuesday of each month except June, 
ad and August, Hotel Mayfair, St. Louis, 


Car DEPARTMENT OFFICERS’ ASSOCIATION.—Frank 
Kartheiser, Chief Clerk, Mechanical Dept., 
C., B. & Q., Chicago, Ill. Next meeting, 
September 27, 1938, Hotel Sherman, Chicago, 


Car ForeMeEn’s AssociaATION OF CuHIcaco.—G. K. 
Oliver, 2514 W. 55th St., Chicago, Ill. Reg- 
ular meetings, second Monday of each month, 
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except June, July and August, La Salle 
Hotel, Chicago, Ill. 
CenTRAL RaILWay CLus or Burrato.—Mrs. M. 
. Reed, 1817 Hotel Statler, McKinley 
Square, Buffalo, mB. fs Regular meetings, 
second Thursday of each month, except June, 
i? and August, Hotel Statler, Buffalo, 


EASTERN ASSOCIATION OF CAR SERVICE OFFICERS. 

- Bougher, 424 W. 33rd St. (11th 

floor), New York, N. Y. Next meeting, 

September *, 1938, Hotel Governor Clinton, 
New York, 

INTERNATIONAL , tel 

ASSOCIATION.—F, 


GENERAL FOREMEN’S 
T. James, General Fore- 
man, Delaware, Lackawanna & Western, 
Kingsland, N. J. Next meeting, September 
27, 1938, Hotel Sherman, Chicago, III. 


INTERNATIONAL RariLway MAstER BLACKSMITHS’ 
AssociaTIoN.—W. J. Mayer, Michigan Cen- 
tral R. R., Detroit, Mich. Next meeting, 


~ cal 27, 1938, Hotel Sherman, Chicago, 


Master Borter MAkers’ Association.—A. F. 
Stiglmeier, 29 Parkwood St., Albanv, N. Y. 
Next meeting, September 37, 1938, Hotel 
Sherman, Chicago, IIl. 

NATIONAL ASSOCIATION OF RAILROAD AND UTILI- 
TIES COMMISSIONERS.—Clyde S. Bailey, 806- 
808 13th and E Sts., N. W., Washington, 
D. C. Annual meeting, November 15-18, 
1938, New Orleans, La. 

NATIONAL RAILwAy APPLIANCES ASSOCIATION. 
C. H. White, Room 1826, 208 S. La Salle 
St.. Chicago, Ill. 

New EnGitanp RarLroap CLus.—W. E. Cade, 
Jr., 683 Atlantic Ave., Boston, Mass. Regu 
lar meetings, second Tuesday of each month, 
except June, July, August and September 
Hotel Touraine, Boston, Mass. 





New York RAILROAD W. Pye, 30 
Church St., New York, N. : A Regular 
meetings, third Friday of each month, except 


June, July, August, September  ’ Decem- 
ber, 29 W. 39th St., New York, Zz. 

siete 9 Rartway Cius.—William 8 Wollner, 

O. Box 3275, San Francisco, Cal. Regu 
3 meetings, second Thursday of each month, 
alternately at San Francisco and Oakland, 
except June at Los Angeles and October at 
Sacramento. 

Rattway Business Assocration.—P. H. Middle- 
ton, First, National Bank Bldg., Chicago, III. 
Annual dinner, November, 1938, Hotel Com- 
modore, New York, N. Y. ; 

RAILWAY Cius oF PittssurcH.—J. D. Conway, 
1941 Oliver Bldg., Pittsburgh, Pa. Regular 
meetings, fourth Thursday of each month, 
except June, July and August, Fort Pitt 
Hotel, Pittsburgh, Pa. 

Rattway ELeEctTRICAL SuPPLY MANUFACTURERS’ 
Assocration.—J. McC. Price, Allen-Bradley 
Company, 600 W. Jackson Blvd., Chicago, Ill. 

Raitway Fire PROTECTION AssocraTIon.—P. A. 
Bissell, 40 Broad St., Boston, Mass. Annual 
meeting, October 18-19, 1938, Palmer House, 
Chicago, Ill. 

RAILWAY FUEL AND TRAVELING ENGINEERS’ AsSso- 
CIATION.—T. Duff Smith, 1255 Old Colony 
Bldg., Chicago, Ill. Next meeting, Septem- 
ber 27, 1938, Hotel Sherman, (Chicago, Til. 

RAILWAY Supply MANUFACTURERS’ ASSOCIATION. 
—J. D. Conway, 1941 Oliver Bldg.. Pitts- 
burgh, Pa. Meets with Mechanical Division 
and Purchases and Stores Division, Associa- 
tion of American Railroads. 

Rattway TELEGRAPH — TELEPHONE APPLIANCE 
AssociATion.—G. Nelson, Waterbury Bat- 
tery Company, 0° ‘Church St., New York, 
N. 2 with Telegraph and Telephone 
Section of A R. 

Rattway Tie AssoctaTIoNn. —Roy M. Edmonds, 
903 Syndicate Trust Bldg., St. Lowis, Mo. 
ROADMASTERS’ AND MAINTENANCE OF Way Asso- 
cration.—C, A. Lichty, 319 N. Waller Ave.. 
Chicago, Ill. Annual meeting, September 20- 
22, 1938, Hotel Stevens, Chicago, III 

S1gnaL APPLIANCE AssociaTion.—G. A. 
Waterbury Battery Company, 30 Church St., 
New York, N. Y. Meets with A. A. R., 
Signal Section. 

Society OF OFFICERS, UNITED ASSOCIATIONS OI 
Rattroap VETERANS. —J. W. O'Neill, 310 
Academy St., South Orange, N. J. Annual 
meeting, October 8, 1938, Great Northern 
Hotel, Chicago, Ill. 

SouTHERN AND SOUTHWESTERN RAILway CLuB 
A. T. Miller, 4 Hunter St., S. E., Atlanta, 
Ga. Regular meetings, third Thursday in 
January, March, May, July, September and 
November, Ansley Hotel, Atlanta, Ga 

SouTHERN ASSOCIATION OF CAR SERVICE OFFI- 
cers. — D. W. Brantley, C. of Ga. Ry., 
Savannah, Ga. 

Toronto Rattway Cius.—D. M. George, P. O 
Box 8, Terminal “‘A,’’ Toronto, Ont. Regu 
lar meetings, fourth Monday of each month, 
except June, July and August, Royal York 
Hotel, Toronto, Ont. 

Track SuppLty AssociATion.—Lewis Thomas, Q. 

C. Company, 59 E. Van Buren St., Chi- 
cago, IIl. Meets with Roadmasters’ and 
Maintenance of Way Association. 

WESTERN Rartway CLus.—W. L. Fox, Belt Rail 
way of Chicago, Clearing, Ill. Regular meet- 
ings, third Monday of each month, except 
June, July, August and September, Hotel 
Sherman, Chicago, IIl. 













Equipment and 
Supplies 





August Equipment Orders 


Domestic equipment manufacturers re- 
ceived orders during August for 18 loco- 
motives and 303 freight cars. No pas- 
senger-train cars were ordered during the 
month. The totals for each category of 
equipment are thereby brought, as of the 
end of August, to 96 locomotives, 8,327 
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the restoration of the permanent automatic 
block signaling after the changes are com- 
pleted. 


Supply Trade 





Norman L. Cavedo has been appointed 


southern representative of Crerar, Adams 


& Co., of Chicago, with headquarters at 
1717 Summit avenue, Richmond, Va. The 








Domestic Equipment Orders Reported In Issues of 
the Railway Age in August, 1938 


LOCOMOTIVES 
Date No. Type Builder 
Aug. 13 Chicago, Rock Island & Pacific : a ’ 
SNE cc ccccvececscetvétsee Diesel-electric Electro-Motive Corp. B 
Aug. 20 Inland Steel Co. ...ccccsvcccces 2 Diesel-mech. Plymouth Locomotive Works 
FREIGHT CARS 
i -o OOD o ck 6 Chanceerioseiceces 23 Box Pullman-Standard 
20 Box Mt. Vernon 
95 H. S. gondola American Car & Foundry 
3 Stock Ralston Steel 
11 L. S. gondola Pressed Steel 
1 Flat Greenville Steel 
Aug. 13 Chicago Great Western (leased).. 50 Box Pullman-Standard 
Aug. 27. Bessemer & Lake Erie (leased).. 100 Box Pullman-Standard 











freight cars and 107 passenger-train cars. 
No export orders were placed during the 
month and no business was written on the 
books of Canadian builders. 

During July, the only domestic equip- 
ment orders placed were for 3 Diesel- 
electric locomotives, while 50 box cars 






were ordered for service in the Philippines 
and Canadian builders received an export 
order for 3 passenger cars. (The monthly 
table of equipment orders was omitted for 
July for obvious reasons). 

At the end of August, carriers and in- 
dustrial operators contemplated the pur- 
chase of a total of 22 steam locomotives, 
2 electric locomotives, 182 freight cars and 
34 passenger-train cars. The Illinois Cen- 
tral is also asking prices on parts for 1,000 
box cars. A single order was placed dur- 
ing the month for 3,363 tons of rail, which 
brings the total for the year thus far to 
196,615 tons. 


FREIGHT CARS 


THe J. M. Huser Corporation has 
ordered four hopper cars of 40 tons’ ca- 
pacity from the American Car & Foundry 
Co. 























SIGNALING 


Hupson & MaANHATTAN.—The Union 
Switch & Signal Co. has been awarded a 
contract for re-arranging the automatic 
block signaling in and adjacent to the 













Hudson & Manhattan company’s 23rd 
Street station, 6th avenue, New York. 





This underground station is being altered 
to provide stairway facilities to the City’s 
new 6th Avenue Subway line now building 
and the work involves the moving of the 
existing signal equipment with installation 
of temporary cable throughout the station 
area preparatory to station alterations and 










Richmond office supersedes the sales divi- 
sion of the company’s Washington, D. C., 
unit. Mr. Cavedo will sell railway sup- 
plies to all the southern railroads, he also 
continues to represent the Federal Sup- 
ply Company, Cleveland, Ohio. 


Arthur James Manson has been ap- 
pointed transportation sales manager of 
the Westinghouse Electric & Manu- 
facturing Co., with headquarters at Pitts- 
burgh, Pa. Ralph Kelly, vice-president of 
Westinghouse, announced the appointment 
after the recent consolidation of the trans- 
portation and generator divisions of the 
company. Mr. Manson was born at Scitu- 





Arthur James Manson 


ate, Mass., and was educated in the Boston 
public schools and was graduated as an 
electrical engineer from Massachusetts 
Institute of Technology in 1905. The 


same year he entered the student’s course 
His engineering assign- 
included the electrification of the 


at Westinghouse. 
ments 
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Pennsylvania Railroad tunnel in New York 
City and the electrification of the Long 
Island Railroad, the Norfolk & Western 
and other lines. In 1912 Mr. Mansov be- 
came a special railway salesman for \Vest- 
inghouse in New York and eight years 
later was appointed manager of the trans- 
portation division. In 1924 he was ap- 
pointed manager of the heavy traction sec- 
tion at East Pittsburgh, Pa., and in 193] 
he became assistant sales manager of the 
transportation department. Last Novem- 
ber, Mr. Manson was appointed manager 
of the transportation division. 


OBITUARY 


C. Parker Holt, vice-president and a 
director of the Caterpillar Tractor Com- 
pany, Peoria, Ill, died on August 24 at 
Piedmont, Cal. 


Edward Capouch, contracting manager 
of the American Bridge Company, with 
headquarters at Chicago, died on August 


28. 


Charles Anthony Miller, secretary of 
the Okonite Company, Passaic, N. J., died 
suddenly on August 23, at the age of 53. 
Mr. Miller was employed by the Okonite 
Company since 1899, spending all of his 
business life with that organization. 





Construction 





Boston & MaIne.—The New York Pub- 
lic Service Commission has directed the 
State Department of Public Works to 
award a contract for the elimination of 
the grade crossing of this road in the vil- 
lage of Valley Falls, N. Y., to the Fitz- 
gerald Brothers Construction Company, 
Inc., Troy, N. Y., at $208,098. The com- 
mission also ordered that the work begin 
as soon as practicable. 


Cuicaco & NortH WeEsTERN.—A con- 
tract has been awarded with the approval 
of the State Highway Commission of 
Wisconsin to the Klug & Smith Company, 
Milwaukee, Wis., amounting to $128,612, 
for the construction of the abutments for 
three subway structures in connection with 
the elevation of tracks of this road in 
Kenosha, Wis. The total estimated cost 
of this project, including work to be done 
by the railroad company forces, is over 


$400,000. 


Union Pactric.—A contract involving 
approximately $1,000,000 has been awarded 
the Morrison-Knudsen Co., Los Angeles, 
Cal., for the raising of grade and rip- 
rapping of slopes for a distance of about 
38 miles on this road’s line between Cas- 
cade Locks, Ore., and The Dalles. The 
total cost of this project, including labor 
and materials to be furnished by the rail- 
road company will amount to approxi- 
mately $1,500,000. This work which will 
protect the embankment and 
grade of the track above the high water 
of the Columbia river is necessitated by 
the construction of the Bonneville Dam, 
a federal project. 


raise the 


Continued on next left-hand page 
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Akron, CANTON & YouNGSTOWN.—Cor- 
rected Reorganization Report——The Inter- 
state Commerce Commission, Division 4, 
has issued a corrected report of a plan of 
reorganization of this company which was 
digested in last week’s Railway Age. In 
the original plan holders of preferred stock 
of the intervening debtor, the Northern 
Ohio, outstanding in the hands of the pub- 
lic were to receive $1 in cash for each 
share of such stock surrendered. Since 
this action was predicated upon the as- 
sumption that the commission would ap- 
prove a Reconstruction Finance Corpora- 
tion loan to the new company, and in view 
of the fact that the plan of the commission 
does not call for an RFC loan, it was 
found necessary to remove the $1 offer to 
preferred stockholders. Section I of the 
new plan as corrected says that holders of 
miscellaneous claims shall receive payment 
in full without interest in cash, making no 
mention of preferred holders. 


Battimore & On10.—Plan for Modifica- 
tion of Interest Charges and Maturities.— 
The board of directors of this road, on 
August 30, voted its approval of a plan 
for modification of interest charges and 
maturities, including operating subsidiar- 
ies,—the Buffalo, Rochester & Pittsburgh, 
Buffalo & Susquehanna and the Cincin- 
nati, Indianapolis & Western. It was 
stated that a large part of principal hold- 
ers of bonds have approved the plan in 
general and have indicated their willing- 
ness to co-operate. Daniel Willard, presi- 
dent of the road, has announced that he is 
sending a letter to all the security holders 
of the company outlining the action and 
stating generally wherein their best inter- 
est lies. Applications in connection with 
the plan will shortly be filed with the 
Interstate Commerce Commission. 


Curcaco, MILwaAuKeEE, St. Paut & Pa- 
cirtc.—Payments.— The district court at 
Chicago on August 29 authorized the Mil- 
waukee to make a principal and interest 
payment on series O equipment trust cer- 
tificates of $384,000, the $66,000 final pay- 
ment on series M equipment trust certifi- 
cates, interest payments on series M, O 
and L equipment trust certificates and in- 
terest payments on Chicago, Terre Haute 
& Southeastern income bonds. 


Erite.—Ratification of Trustees of the 
New Jersey & New York.—The Interstate 
Commerce Commission, Division 4, has rat- 
ified the appointment of Charles E. Denney 
and John A. Hadden as trustees of the 
New Jersey & New York during the period 
of reorganization under Section 77 of the 
Bankruptcy Act. 


Lourstana & ARKANSAS. — Merger. — 
The Interstate Commerce Commission, 
Division 4, has deferred action on a pro- 
posal of this company to acquire the 
Louisiana, Arkansas & Texas and to merge 
the two properties. The action was de- 
layed pending the filing of an appropriate 
application for the modification of the 
commission’s official plan of consolidation. 
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The commission announcement said that 
the applicant roads might desire to supple- 
ment the record regarding the matter of 
consolidation and decided not to dismiss 
the application at this time but only to 
defer action. 


New York CENTRAL.—Securities of the 
Hudson River Connecting.—The Interstate 
Commerce Commission, Division 4, has au- 
thorized the Hudson River Connecting to 
(1) issue $12,000,000 of first mortgage 
bonds, four per cent, series A, and $12,- 
549,600 of common capital stock, consisting 
of 125,496 shares of common stock of a 
par value of $100 a share; both bonds and 
stock to be delivered to the New York 
Central at par in substitution for $24,550,- 
100 of notes, which are to be canceled. 
The commission has also authorized the 
New York Central to assume liability as 
lessor for the bonds and stock, and as 
guarantor by endorsement for the payment 
of the principal and interest on the bonds 
and to pledge the bonds and stock acquired 
by it as collateral security for notes evi- 
dencing bank loans in substitution for exist- 
ing collateral. 


New York, Cuicaco & Sr. Louis. — 
Notes. — The Interstate Commerce Com- 
mission, Division 4, has authorized this 
company to issue $15,000,000 of promissory 
notes in payment or in exchange for an 
equal amount of notes which will mature 
on October 1. 


New York CEentTRAL.—R. F. C. Guaranty 
and Notes—The Interstate Commerce 
Commission, Division 4, has authorized 
this company to issue at par a promissory 
note or notes for $5,000,000, the proceeds 
to be used for maintenance purposes. The 
order also authorizes the company to 
pledge as collateral security for the loan 
$4,500,000 of Boston & Albany six per 
cent refunding bonds of 1934 and $3,015,- 
000 of Boston & Albany main-line first 
mortgage 414 per cent bonds, Series B. At 
the same time the Commission approved a 
guarantee of the $5,000,000 of notes by the 
Reconstruction Finance Corporation. The 
notes will be issued to the National City 
Bank of New York City and will bear 
interest at the rate of two per cent, pay- 
able semi-annually, such interest at the 
rate of 1% per cent to be paid to the 
holder of the notes and all the interest in 
excess to be paid to the R. F. C. in con- 
sideration of its guaranty. The notes will 
run for a period of three years. 


New York, Cuaicaco & Sr. Lovuts.—/n- 
terest Payment.— Directors of the New 
York, Chicago & St. Louis, at a meeting 
in Cleveland, Ohio, on August 30 voted 
to defer the payment of $1,347,187 semi- 
annual interest due September 1 on the 
road’s refunding mortgage 4% per cent 
bonds, series C. As reported in the Rail- 
way Age of July 30, the railroad has asked 
holders of its six per cent unsecured notes 
outstanding, in the principal amount of 
$15,000,000, to consent to a three-year ex- 
tension of the issue, which matures on 
October 1. G. D. Brooke, president of the 
road, in a letter to stockholders, stated 
that for the first six months of 1938 the 
company’s earnings available for fixed 
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charges amounted to only $1,730,760, or 
48 per cent of such charges, and that “:in- 
less the proposal is accepted by the holders 
of substantially all of the notes, reorg:ni- 
zation is inevitable.” Under the indeniure 
for the 4% per cent bonds, default Coes 
not occur until interest remains 
for six months. 


unsaid 


PENNSYLVANIA. — Abandonment by the 
Grand Rapids & Indiana.—The Interstate 
Commerce Commission, Division 4, has 
authorized this company to abandon the 
operation and the Grand Rapids & Indiana 
to abandon that part of the Missaukee 
branch extending from Veneer Junction, 
Mich., to Merritt, 10.3 miles. 


St. Lours-San Francisco. — Abandon- 
ment.—Examiner J. S. Prichard of the In- 
terstate Commerce Commission, in a pro- 
posed report to the commission, has recom- 
mended that it authorize the trustees to 
abandon (1) that portion of the Hunter 
Branch extending westerly and southwest- 
erly from Williamsville, Mo., to Hunter, 
21.3 miles; (2) that portion of the Cur- 
rent River branch extending from Hunter, 
Mo., to Chicopee, 13.2 miles; and (3) the 
entire Grandin branch extending from 
Hunter, Mo., to Grandin, 6.1 miles. 


SouTHERN.—A bandonment by the Wash- 
ington & Old Dominion—The Southern 
and the Washington & Old Dominion have 
asked- the Interstate Commerce Commis- 
sion for authority to abandon a line ex- 
tending from Purcellville, Va., to Blue- 
mont, 7 miles. 


SouTHERN Paciric.—Bonds of the El 
Paso & Southwestern—The El Paso & 
Southwestern has applied to the Interstate 
Commerce Commission for authority to 


issue $1,736,000 of first and refunding 
mortgage bonds. 
SouTHERN Paciric. — Bonds. — The In- 


terstate Commerce Commission, Division 
4, has modified its order of April 16, 1931, 
as modified by supplemental orders of July 
25, 1932, January 27, 1933, and March 31, 
1933, so as to permit the applicant to sub- 
stitute its uncapitalized equity to the ex- 
tent of $3,997,000 in certain equipment in 
lieu of a like amount of capital expendi- 
tures heretofore accepted as a part basis 
for the issue of $50,000,000 of 50-year 4% 
per cent gold bonds. 


Average Prices of Stocks and Bonds 


Last Last 


Aug. 30 week year 

Average price of 20 repre- : 
sentative railway stocks.. 28.18 29.13 48.09 
Average price of 20 repre- ; 
sentative railway bonds.. 59.79 60.50 78.45 


Dividends Declared 


Boston & Albany.—$2.00, quarterly, payable 
September 30 to holders of record August 31. 
Dover & Rockaway.—$3.00, semi-annually. pay- 
able October 1 to holders of record September 30. 
Erie & Pittsburgh.—87™%¢, quarterly, payable 
September 10 to holders of record August 31. 
Lackawanna R. R. of New Jersey. — $1.00, 
quarterly, payable October 1 to holders of record 
September 9 ee 
Pittsburgh, Ft. Wayne & Chicago. — $1./?; 
quarterly, payable October 1 to holders of record 
September 10; Preferred $1.75, quarterly. pay 
able October 4 to holders of record September 10. 
Union Pacific.—-$1.50; Preferred, $2.00. sem: 
to holders of 


annually, both payable October 1 
record September 3. 
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BOOSTER 
WANTED 


In the old days there was the story 
of the new brakeman who kept the 
brakes on going up a hill so that the 
train wouldn't roll back. The engine 
barely made it. 

These days locomotives have 
“boosters” to give extra push for 
starting, or fighting a tough grade. 
Sometimes the booster is the differ- 
ence between getting there and not. 

The Times gives advertisers a 
booster in its merchandising depart- 
ment. This department calls on retail 
merchants, explains current cam- 
paigns, arranges product displays; 
supplies extra push to make adver- 

tising more effective. 

Consider well The Times when you 
plan to sell in Los Angeles. Designed 
to cover the best of the market with 
minimum waste, it reaches the PRE- 
SELECTED PROSPECTS who buy 
most of the new cars, household 
goods, clothing, food — everything. 
Recent surveys of customers of a 
large grocery chain and of new car 
buyers showed 3 to 1 Times prefer- 
erices. Details on request. 

The Times merchandising depart- 
ment is all set to boost your product 
in Los Angeles. Write to it for further 

irfformation. There is, of course, no 
charge or obligation. 
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EXECUTIVE 


Charles D. Young, vice-president of 
the Pennsylvania, in charge of purchases, 
stores and insurance, has assumed the added 
duties of supervision over the departments 
of real estate and taxation, heretofore 
headed by Thomas W. Hulme, retired. 
Mr. Young’s new title is vice-president in 
charge of real estate, purchases and in- 
surance. 





Thomas W. Hulme, vice-president of 
the Pennsylvania, in charge of real estate, 
valuation and taxation, with headquarters 
at Philadelphia, Pa., has retired from ac- 
tive service, effective August 31. He re- 
ceived his early education in the public 
schools and the Academy at Mt. Holly, 
N. J., where he was born on August 11, 
1868. Mr. Hulme entered railroad work 
in the real estate department of the Lehigh 
Valley in 1890, following his graduation 
from the University of Pennsylvania as 
Bachelor of Science and Civil Engineer. 
After 14 years with the Lehigh Valley, 
Mr. Hulme resigned to enter the real es- 
tate department of the Pennsylvania on 
duties in connection with the railroad’s 
New York tunnel and terminal improve- 
ment program. He was subsequently real 
estate agent of the Pennsylvania’s lines 
east of Pittsburgh and later general real 
estate agent of the entire system. Mr. 
Hulme was elected a vice-president on 
July 1, 1924, the position he held until his 
retirement. He is a director of the P. R. 
R. and a number of its associated com- 
panies. 

Since the beginning of his career 48 
years ago, Mr. Hulme has been continu- 
ously engaged in handling important real 
estate transactions arising out of railroad 
developments and improvements, together 
with the closely related questions of taxa- 
tion. It has been in the field of railroad 
valuation, however, that Mr. Hulme has 


Thomas W. Hulme 


received widest recognition as a foremost 
authority and has perfprmed his most im- 
portant and effective work. For more 
than 20 years he has been vice chairman 


RAILWAY AGE 


of the executives’ conference committee, 
formed to represent the interests of the 
railroads in connection with the physical 
valuation of their properties by the Inter- 
state Commerce Commission. The com- 
mittee, consisting of the presidents of 18 
systems, was organized in May, 1913, and 
appointed Mr. Hulme its general secretary. 
Three years later he was made vice chair- 
man, serving continuously in that office 
until the present time. 

As chief real estate officer of the Penn- 
sylvania, Mr. Hulme played a leading part 
in the negotiation of the agreement with 
the City of Philadelphia for the program 
of “Philadelphia Improvements,” covering 
the new Pennsylvania station at 30th and 
Market streets, and the suburban station 
and Broad street station building at 16th 
street and Pennsylvania boulevard. In the 
same period the railroad’s West Philadel- 
phia office building was constructed under 
his direction. Mr. Hulme also negotiated 
the agreement with the City of Newark, 
N. J., for the extensive improvements 
there, including the new passenger station, 
and with Jersey City for the large water- 
front development and other betterments. 
In New York City he directed the con- 
struction of the Hotel Pennsylvania, on 
railroad property opposite Pennsylvania 
station, and arranged the contract for its 
operation. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


Jay D. Bacon has been appointed as- 
sistant secretary on the Southern Pacific, 
with headquarters at San Francisco, Cal., 
replacing D. P. Ewing, who retired Au- 
gust 1. 


H. L. Fulton, Jr., auditor of traffic: of 
the Central of Georgia, with headquarters 
at Savannah, Ga. has been appointed 
comptroller, succeeding M. F. Harden, 
deceased. T. J. Peterson has been ap- 
pointed auditor of traffic. 


William H. Tipple, field agent of the 
Delaware, Lackawanna & Western, with 
headquarters at Elmira, N. Y., has been 
promoted to division real estate and tax 
agent, with the same headquarters, to suc- 
ceed James L. Boak, who has retired 
after 47 years of service. 


R. R. Gallagher, district claim agent, 
Lehigh & Susquehanna district of the Cen- 
tral of New Jersey, has had his jurisdic- 
tion extended to include the Reading dis- 
trict of the Reading, with headquarters at 
Reading, Pa., to succeed Charles W. Fis- 
ter, who has been retired after 36 years 
of service. 


John W. Freels, whose promotion to 
general attorney of the Illinois Central, 
with headquarters at Chicago, was an- 
nounced in the Railway Age of August 
27, was born at East St. Louis, IIl., on 
December 27, 1893, and graduated from 
the law department of the University of 
Illinois in 1916. Upon his admission to 
the bar in that year, he entered the law 
offices of Kramer, Kramer and Campbell, 
local attorneys for the Illinois Central at 
East St. Louis. After service in the U. 
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S. Army during the World War, he re- 
turned to East St. Louis and the practice 
On October 1, 1933, he was ap- 


of law. 


John W. Freels 


pointed local attorney for Cook County 
for the Illinois Central, the position he 
held until his recent promotion. 


Bruno W. Rose, whose promotion to 
land and tax commissioner of the Illinois 
Central, with headquarters at Chicago, 
was announced in the Railway Age of 


Bruno W. Rose 


August 27, was born in the Province of 
West Prussia, Germany, on June 21, 1885, 
and emigrated to the United States in 
1904. Mr. Rose entered the service of the 
Illinois Central in 1914 as secretary to the 
land and tax commissioner at Chicago. In 
1928, he was promoted to assistant chief 
land appraiser, and in 1929 he was ad- 
vanced to chief land appraiser, the position 
he held at the time of his recent promo- 
tion. 


OPERATING 


J. H. McDiarmid has been appointed 
superintendent of the Oshawa railway, at 
Oshawa, Ont., succeeding J. J. Callaghan, 
who has retired after many years of serv- 
ice. 


Conrado C. Rochin, formerly vice- 
president and more.recently general secre- 
tary of the National Railways of Mexico, 
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NO. 67 OF A SERIES OF FAMOUS ARCHES OF THE WORLD 








CARNON VIADUCT 


ENGLAND 


Until recently, the Great Western Railway of 
England was using an old timber viaduct to span 
this 740 ft. valley in Cornwall. This viaduct dated 
back to the days of the company’s famous en- 
gineer—Isambard Brunel. The old viaduct can be 
observed through the first and second arches of 
the new Carnon Viaduct. Constructed of masonry 
abutments, piers and spandrel walls, the new 
viaduct consists of 9 semi-circular arches com-. 


posed of eight brick rings, each span being 68 ft. 
in diameter. 
* * ** 

While the basic design of The Security Sectional 
Arch, the first practical firebox arch, remains un- 
changed, it has been continuously developed to 
keep pace with present day railroading demands 
and is today an essential factor in modern steam 
motive power. 


THERE'S MORE TO SECURITY ARCHES THAN JUST BRICK 
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has been appointed general superintendent 
of transportation, with headquarters at 
Mexico City, D. F. 


T. J. Healey, assistant chief special 
agent of the Illinois Central, with head- 
quarters at Chicago, has been promoted to 
acting chief special agent, with the same 
headquarters, to succeed T. T. Keliher, 
who retired as chief special agent on Aug- 
ust 31, after 36 years of service, 28 of 
which were with the Illinois Central. 


B. H. Maben, assistant yardmaster of 
Weller yard, Buchanan branch, Norfolk 
& Western, has been appointed assistant 
superintendent of the Shenandoah division, 
a position left vacant since July, when S. 
J. Hale was transferred to a similar posi- 
tion on the Pocahontas division. C. P. 
Blair, assistant road foreman of engines, 
Norfolk division, has been promoted to 
assistant trainmaster of the Shenandoah 
division. 

George Voelkner, assistant superinten- 
dent of the Chicago & Western Indiana, 
has been promoted to superintendent, with 
headquarters at Chicago, to succeed R. W. 
Stevens, who retired September 1, and 
Michael Swislow, yardmaster, has been 
promoted to trainmaster, succeeding J. 
Carl, who retired on the same date. 

Mr. Stevens was born in 1869 at St. 
Stephen, New Brunswick, and entered rail- 
way service as a brakeman on the Terre 
Haute & Peoria (now a part of the Penn- 
sylvania) at Decatur, Ill. He later went 
with the Chicago & Western Indiana and 
served successively as a switchman and a 
conductor. In 1895 he was advanced to 
yardmaster, and in 1904 he was promoted 
to general yardmaster, with additional su- 
pervision at that time over forces working 
on track elevation in Chicago. In the fall 
of 1906 he was advanced to trainmaster, 
and in 1909 to superintendent. Mr. Stev- 
ens was promoted to general superintend- 
ent in February, 1915, and served in that 
capacity until the spring of 1933, when his 
title was changed to superintendent, the 
position he held at the time of his retire- 
ment. 


TRAFFIC 


R. N. Woodall has been appointed gen- 
eral eastern freight agent for the Southern, 
with headquarters in New York City, ef- 
fective September 1. 


J. S. Culpepper, commercial agent for 
the Southern, with headquarters at Green- 
ville, S. C.,, has been appointed division 
freight agent at that point. The position 
of commercial agent has been abolished. 


C. W. Gowl has been appointed dis- 
trict freight and passenger agent of the 
Southern, with headquarters in New York 
City, and E. B. Kelly has been appointed 
traveling freight and passenger agent, with 
headquarters in New York. 


H. E. Watts, passenger traffic manager 
of the Wabash, with headquarters at St. 
Louis, Mo., has been promoted to assistant 
to the chief traffic officer at that point, a 
newly created position, and T. M. Hayes, 
assistant passenger traffic manager, with 
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headquarters at St. Louis, has been ap- 
pointed acting passenger traffic manager, 
with the same headquarters, succeeding to 
the duties of Mr. Watts. 


N. F. Cuthriell, traveling coal agent 
of the Virginian, at Norfolk, Va., has 
been appointed general agent, traffic and 
transportation departments, with head- 
quarters at Beckley, W. Va., succeeding 
Berkeley Mills. 


J. R. Hundley, general agent, freight 
department, on the Wabash, at East St. 
Louis, Ill., has been promoted to general 
live stock agent, with headquarters at St. 
Louis, Mo., succeeding W. A. Hopkins, 
who retired September 1. 


H. R. Coulam, traveling freight and 
passenger agent on the Western Pacific 
with headquarters at Seattle, Wash., has 
been promoted to general agent at Kla- 
math Falls, Ore., relieving W. C. Wilkes, 
who retired effective September 1. 


Clarence J. Royce, general agent on 
the Green Bay & Western at Minneapolis, 
Minn., has been promoted to assistant gen- 
eral freight agent, with the same _ head- 
quarters, succeeding Charles A. Canning, 
who retired September 1. 


T. W. Luckett, division passenger agent 
of the Seaboard Air Line, with headquar- 
ters in Miami, Fla., has been promoted to 
the position of assistant general passenger 
agent, with the same headquarters. Mr. 
Luckett has been in the service of the S. 
A. L. since 1920. 


E. V. Graef, traveling passenger agent 
of the Louisville and Nashville, with 
headquarters at Cincinnati, Ohio, has been 
promoted to district passenger agent, with 
headquarters at Nashville, Tenn., to suc- 
ceed R. C. Wallis, retired, and has been 
succeeded by Leonard F. Vogt, city pas- 
senger agent at Nashville, Tenn. 


Henry Coulam, general agent on the 
Union Pacific at Butte, Mont., has been 
appointed special representative, depart- 
ment of traffic, with the same headquarters, 
and L. M. Layne has been promoted to 
general agent, succeeding Mr. Coulam. J. 
F. Baker has been promoted to genera! 
agent at Ogden, Utah, succeeding C. L. 
McKnight, who has been appointed dis- 
trict freight agent, with headquarters at 
Salt Lake City, Utah. 


Raoul Bourgeois, assistant general 
mail and baggage agent, Canadian Pa- 
cific, Eastern lines, with headquarters at 
Montreal, Que., has been appointed gen- 
eral mail and baggage agent, Eastern lines, 
with the same headquarters, succeeding J. 
J. Anderson, retired, effective July 1. 
A. N. Patterson, formerly chief clerk to 
the district mail and baggage agent at 
Calgary, Alta. becomes assistant general 
mail and baggage agent, Eastern lines, 
succeeding Mr. Bourgeois. 


Carl W. Evers, whose promotion to 
assistant general freight agent of the 
Union Pacific on August 27, with head- 
quarters at Omaha, Neb., was reported in 
the Railway Age of that date, has been 
further advanced, effective September 1, to 





Vol. 105. No. 10 


general freight agent at that point, suc. 
ceeding G. W. Hamilton, who has heen 
promoted to assistant to the freight traffic 
manager, a newly created position. K. G. 
Carlson, general agent at Sioux City, 
Iowa, has been advanced to assistant gen- 
eral freight agent, succeeding Mr. EF vers. 
M. B. Moore, freight traffic agent at 
Omaha, has been appointed general agent 
at Sioux City replacing Mr. Carlson. 


Sherman H. Gillette, general freight 
agent of the Chicago & North Western, 
with headquarters at Chicago, retired on 
September 1. Mr. Gillette was born in 
St. Charles, Ill., on July 12, 1864, and 
entered railway service on August 1, 1882, 
as a telegraph operator on the North West- 
ern at Milton Jurction, Wis. In 1895, he 
transferred to the freight department, 
serving as a traveling agent with head- 
quarters at Chicago, and later became chief 
clerk in the general freight department. 
In June, 1917, Mr. Gillette was promoted 
to assistant general freight agent and in 
April, 1934, he was advanced to general 
freight agent, the position he held at the 
time of his retirement. ; 


Brooks G. Brown, coal traffic manager 
of the Southern, with headquarters at 
Washington, D. C., has retired, as reported 
in the Railway Age of August 27. Mr. 
Brown was born at Decatur, Ga., on De- 
cember 2, 1880, and was educated in pri- 
vate schools and at the Donald Frazier 
School for Boys at Decatur. He com- 
menced his railroad career with the South- 
ern on December 1, 1899, and occupied 
various clerical positions in the general 
freight department until June 1, 1911, when 
he was appointed chief clerk to the gen- 
eral freight agent at Atlanta, Ga. On 
September 1, 1913, he became assistant 
general freight agent at Atlanta, and on 
January 1, 1917, he was promoted to gen- 
eral freight agent at Washington, D. C. 
From June, 1918, to March, 1920, during 
government operation, he was connected 
with the division of traffic, and on the re- 
turn to corporate control on March 1, 1920, 
he was appointed assistant general freight 
agent of the Southern at Washington, D. 
C. On April 1, 1922, he became assistant 
freight traffic manager and on October 16, 
1924, he was promoted to freight traffic 
manager. His headquarters were changed 
to Atlanta on August 1, 1925, and he served 
as freight traffic manager at that point 
until October, 1930, when he became gen- 
eral freight traffic manager at Washing- 
ton, D. C. Mr. Brown was appointed coal 
traffic manager on February 1 of this year, 
which position he held until his retirement 
effective September 1. 


MECHANICAL 


Otto Sturm, general enginehouse fore- 
man of the Delaware, Lackawanna & 
Western, has been promoted to master me- 
chanic, with headquarters at Scranton, Pa. 
to succeed the late M. R. Feeley. 


The position of general master mechanic 
of the Chesapeake & Ohio, at Columbus, 
Ohio, formerly held by M. A. Kinney, 
whose death was announced in the Rail- 
way Age of August 6, has been abolished. 
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The jurisdiction of J. E. Davis, master 
mechanic of the Hocking division at Col- 
umbus, Ohio, has been extended to include 
also the Chicago division. 


I. N. Moseley, general foreman of the 
Roanoke shops of the Norfolk & West- 
ern, has been appointed master boilermaker 
of the system, with headquarter: as be- 
fore at Roanoke, Va., succeeding John A. 
Doarnberger, who has retired after 52 
years of service with this road. 


SPECIAL 


Poole Maynard has been appointed in- 
dustrial geologist for the Atlantic Coast 
Line, with headquarters at Wilmington, 
ms 


W. P. Rogers, general manager, Utah 
Parks Company (a subsidiary of the 
Union Pacific), has been appointed general 
manager, Utah Parks Company: and Sun 
Valley operations. 


W. E. Bolton, assistant to the chief 
operating officer, of the Chicago, Rock 
Island & Pacific, with headquarters at Chi- 
cago, has been promoted to industrial com- 
missioner with the same headquarters to 
succeed J. A. Stewart, who will retire 
Mr. 


September 1. Bolton was born at 
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Toronto, Ont., on October 7, 1891, and 
entered railway service in 1914, as secre- 
tary to the vice-president of the Canadian 
Northern (now part of the Canadian Na- 
tional) at Toronto. The following year 
he was made assistant chief clerk to the 
general manager at that point, and in 1917 
he was transferred to the office of the 
general superintendent of motive power. 
On July 1, 1917, Mr. Bolton was ap- 
pointed secretary to the general manager 
of the Seaboard Air Line at Norfolk, Va., 
and during 1918 he served in the U. S. 
Navy. On January 3, 1919, he entered the 
service of the Rock Island at Chicago, as 
statistician in the engineering department. 
On January 1, 1920, he was appointed sec- 
retary to the vice-president, and on May 
1, 1923, he was advanced to chief clerk in 
the operating department. On October 1, 
1929, he was promoted to assistant to the 
vice-president in charge of operation, and 
later became assistant to the chief operat- 
ing officer. ° 


RAILWAY AGE 


OBITUARY 


P. H. Nee, general superintendent of 
the Chicago, Milwaukee, St. Paul & Pa- 
cific, with headquarters at Milwaukee, 
Wis., whose death on August 24, was re- 
ported in the Railway Age of August 27, 
was born at Norwood, Minn., on February 





P. H. Nee 


20, 1875, and entered railway service with 
the Milwaukee in July, 1891, as a tele- 
graph operator, later serving as a station 
agent. In November, 1901, he was pro- 
moted to train dispatcher, and in October, 
1908, he was advanced to chief dispatcher. 
In April, 1913, he was promoted to train- 
master, and in 1918, he was advanced to 
superintendent of the Wisconsin Valley 
division. Mr. Nee subsequently served as 
superintendent of the Hastings and Da- 
l-ota, the Aberdeen and the Trans-Missouri 
divisions. In January, 1937, he was pro- 
moted to general superintendent at Mil- 
waukee, the position he held at the time 
of his death. 


Ross B. Sims, freight claim agent of 
the Delaware & Hudson, with headquar- 
ters at Albany, N. Y., died at his home 
on August 25 at the age of 49. Mr. Sims 
was born at Mt. Holly, N. J., on May 11, 
1899, and entered railroad service in 1911 
as yard clerk on the Delaware & Hudson, 
serving in that capacity from February 
to August of that year. From 1911 to 
1914 Mr. Sims was a student in various 
departments of that road and during 1914- 
1915 was assistant traffic auditor of joint 
facility work. From 1915 to 1919 he 
served as transportation accountant; 1919- 
1920, joint facility accountant; January to 
March, 1920, chief division accountant: 
1920-1921, joint facility accountant; 1921- 
1923, general assistant to auditor of dis- 
bursements. Mr. Sims was appointed 
freight claim agent at Albany in 1923. 


Charles H. Carey, who retired July 1, 
1935, as chief car inspector of the Elgin, 
Joliet & Eastern, died on August 25, at 
his home in Chicago. 


Christopher Garrity, who retired in 
January of this year as terminal train- 
master on the Nickel Plate, at Chicago, 
died on August 24, after a long illness. 


Roger D. Smith, assistant superin- 
tendent of the Louisville division of the 
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Louisville & Nashville, with headquarters 
at Louisville, Ky., died on August 18, in 
that city after several weeks illness. 


C. B. Gorsuch, former superintendent 
of the Wheeling division of the Baltimore 
& Ohio, who died suddenly on July 21 at 
his summer home in Farmington, Pa., had 


been special representative on the staff of 
the general superintendent since July, 1937. 


Victor M. Wellmann, assistant gen- 
eral land and tax agent and _ industrial 
agent of the Erie, at New York, died 
suddenly on August 27 at his home in 
Newark, N. J., at the age of 43 years. He 
had been in the service of the Erie for 
the past 16 years. 


George H. Wood, supervisor of air 
brakes of the Atchison, Topeka & Santa 
Fe, with headquarters at Topeka, Kan., and 
chairman of the Air Brake Committee of 
the Association of American Railroads, 
died on August 27 at Bakersfield, Cal., fol- 
lowing a heart attack, while conducting air 
brake tests for the association. 


James F. Hogan, vice-president in 
charge of traffic of the Western Pacific 
with headquarters at San Francisco, Cal., 
died on August 29, following an illness of 
several months. Mr. Hogan was born in 
Chicago in 1881 and began railway service 
as a clerk in the local freight office of the 
Illinois Central at Chicago. For the fol- 
lowing eleven years, he filled various posi- 
tions in the traffic and operating depart- 
ments of that railroad, and in 1911 became 
connected with the traffic department of 
the El Paso and Southwestern, now a part 
of the Southern Pacific. He served in that 
department and the operating department 
as general agent on the Pacific Coast and 
at Kansas City, Mo., and as assistant 
superintendent of the Western division at 
El Paso, Tex., and Douglas, Ariz. He 
was promoted to assistant traffic manager, 
with headquarters in Chicago, in 1922, and 
when that railroad was absorbed by the 
Southern Pacific in 1925, he became gen- 
eral freight agent of the Chicago, Rock 
Island & Pacific at Chicago. He was 
elected vice-president of the Chicago & 
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Western Indiana and the Belt Railway in 
1927, and on June 15, 1929, was elected 
vice-president of the Western Pacific, 
which position he was holding at the time 
of his death. 








